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The Plattsmouth Bridge. 
(Continued from page 654.) 





SUPERSTRUCTURE. 

The superstructure of the Plattsmouth Bridge may be di- 
vided into three parts : the iron viaduct, the deck spans and 
the channel spans. The two former are entirely irun, the 
last largely of steel. 
entire superstructure was proportioned provides for a uni- 
form moving load of 2,000 Ibs. per lineal foot, preceded by 


| driving-wheels. The character of the floor system is such | lowed to these members is 15,000 lbs. per square inch, the 
| sections being so proportioned as to carry this strain on the 
| The entire viaducts are of wrought ivon, except the bed- 
| plates between the wrought iron posts and the masonry, plate being relied upon only for lateral stiffness. The con- 
| which are cast. 
eastern end of the bridge (1,440 ft.) was erected in two | 


that it is not believed that this strain will ever be realized. 


The whole leagth of the viaduct at the 


weeks; it is built on the grade of 1 in 200. | 
DECK SPANS, 

There are three deck spans, each 200 ft. long between the 
centres of end pins. The trusses are 30 ft. deep and 16 ft. | 
apart between centres. Each truss is divided into 8 panels 
of 25 ft. cach, the general design being that of a single 


| system Pratt truss with inclined end posts. The floor system 


| rests on 
The general specification on which the | 


| between centres and 


two locomotives, each weighing 150,000 Ibs. on 50 ft., the | 
| four angles; thef are connected by a stiffening-frame 


additional 50,000 Ibs. of locomotive weight being euppowt 
to be concentrated ona length of 20 ft. The structure is 


also designed to resist a lateral wind pressure of 500 Ibs. per | 


lineal foot on the floor, and 200 Ibs. per lineal foot on the 
top chord of the through spans and the bottom chord of the 


the top chord at the panel points, and 
consists of riveted cross-floor beams, with _longi- 
tudinal stringers; the stringers are placed 9 ft. apart 
riveted to the webs, of the 
cross-bearers; each stringer consists of a %¢-in. web plate and 


at the centre of cach panel with diagonal lateral rods. The 
flanges of these stringers are identical with those of the 
viaduct, so that the floor is practically uniform throughout. 


two side pieces of the member, the central part of the top 


nection between the top chord and the end posts and between 
the end posts and bolsters are pin connections, all parts being 
entirely of steel, On these pins the pressure per square inch, 


| measured on the diameter and not on the semi intrados, is 


limited to 20,000 Ibs, per square inch, 
The steel bars in the bottom chord and the main ties were 


| rolled by the Kloman process in a universal mill, the motion 
| being reversed while the bar is still between the rolls, the 
| heads being subsequently forged into shape with a steel 


hammer, ard the whole bar afterwards annealed, Of seven 
full-sized bars which were tested to breaking, not one broke 
or showed any weakness in ornear the head. Fig. 0 is a 
diagram of strains of these spans. The maximum strain 
allowed on steel in tension is 15,000 Ibs per square inch, this 
occuring only in the middle panels of the bottom chord, 
and being reduced to 12,500 in the end panels ; in the web 
the strain per square inch varies from 10,000 Ibs, 
per square inch at the centre to about 12,500 Ibs. 


The grade of 1 in 200 on the east viaduct is continued across | in the end ties, except under the extraordinary supposition 
deck spans ; these quantities are about equivalent to a wind | the deck spans ; the trusses are built level, each span being | Of the entire weight on the driving-wheels of two 75-ton 
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pressure of 30 lbs. per square foot on the bridge when cov- 
ered by a train, and to 50 Ibs. per square foot on the empty 
bridge. 

VIADUCTS. 

The iron viaducts consist of 48 spans of 30 ft. each at the 
east end of the bridge, and four spans of 80 ft. each at the 
west end. The design is thatof riveted plate girders resting 
on wrought-iron posts. The girders are 38 in. deep and 
Spaced 9 ft. between centres, each girder consisting of a 3¢ 
web-plate and four angle irons, two in each flange. They 
are connected by stiffening frames 10 ft. apart, with diag- 


onal rods for lateral bracing above and below. Each iron 


post is composed of two 9-in. channels and a plate, the sec- 
tion of the post being 1814 square inches. The posts have a 
batter of 1 in 8, two posts forming a bent. At the base the 
iron posts rest on small piers of masonry. These picrs are 
3 ft. square, with a concrete foundation 5 ft. square, 7 ft. 
below the surface of the ground. Eack post is anchored to the 
masonry by a 1!¢ in. rod, extending through the entire 
masonry into the concrete foundation. The posts of the 
bent are connected by transverse struts at the centre and 
top, with diagonal rods between ; there is no strut at the 
bottom, the anchorage of the masonry being relied upon to 
resist any lateral thrust. The bents are connected together 
in pairs by bolting the girders to the top of the posts and 
by longitudinal struts half way up. They are braced longi- 
tudinally with rods which couple on a pin passing through 
the centre of the struts. This bracing is calculated to resist the 
thrust due to the action of a locomotive exerting on a single 
pair of bents a horizontal pull of 25,000 Ibs., this being the 
estimated adbesion of an engine carrying 100,000 Ibs, on its 
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placed one foot higher than the span east of it, and the grade 
is then provided for by varying the depth cf the cross-floor 
beams at the ends, where they rest on the chords. 
These three 200-ft. spans are entirely of wrought iron, 
| except the pins, which are of steel. They rest upon heavy 
cast-iron pedestals anchored to the m:sonry. The west end 
of the west span has a bearing in niches left in the masonry 
on the east side of pier III. 


CHANNEL SPAN, 

The channel spans are two in number, each measuring 400 

| ft. long from centre to centre of end pins, the total length 
from centre to centre of viers being 402 ft, The details of 
these spans are shown by fig. 8. The trusses are 50 ft. deep 
and placed 22 ft. apart between centres. 





end posts, 
In these two channel spans the floor, the intermediate 


except the jaw nu‘s on the bottom chord pins are of iron. 
The top chord, the end posts, the tension members, the pins, 
the bolsters, the rollers and bearing plates, and the jaw nuts 
are of steel. 

The top chords and end posts are riveted steel members 
formed of plates and angles and measuring 28 in. wide by- 
19 in. deep over all, the under side being open and laced. In 
the manufacture of these pieces the steel was first punched 





of low-carbon steel. 


Each span is | 
divided into sixteen panels of 25 ft. each, and the general | 
design is thatof a double system Pratt truss with inclined 


posts, the lateral struts, the vibration rods and vertical sus- | 
penders in end panels, the portals and all nuts of every kind | 


with %-in. holes, then assembled and the holes reamed to one | | sides of the posts, forming a rigid attachment. 


1 Plate 26x 3/a" 
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42x /2" 
4'U tea xX V2" 





























































ah an 
™ 
f- ! 
| e ‘ If! 
“| He i: 
~w | : 24 “bh 
ry 18] I, | 
a ‘y pra} | 
~ iy - 
5 je! 2 
= — 
£ q sf li 
~ G | | 
: a j | 
' : | 
. “ i | 
3 R33 i 
4 | 
fa 0 oO | 
jo oo) 1 | 
| 
tf | 
f | 
\ +| 
4 w 
eseue N | 
i. = ay "| 
ps is See: 
| tWeb Plate 30XPA¢ > 
l4L- +K5X 5/8" . 
iy iL Lron ae | . or o 
| ee ee el? 














—— 2 
IID as 
: grr Se 


locomotives being carried entirely bythe same system; in 
this case the maximum strain on the end of the diagonals 
will slightly exceed 14,009 Ibs. per square inch, 

The counter ties and lateral rods are also of steel, The 
counters are flat and were rolled in the same manner as the 
main ties. The laterals are square and were rolled in tha 
same mill between grooved rolls, the bir being ran through 
to the head, the mill reversed and the bar run entirely out, 

}and subsequeut pusses being taken in a sim'lar manner be- 
| tween smaller grooves ; the screw-end was then enlarged by 
upsetting and forge1 down, The strain on counters is always 
less than 10,099 lbs. per square inch ; that on the laterals is 
limited to 22.000 Ibs. Tests made of these light steel bers 
showed a superior proportional excellence fully equal to that 
commonly found in small sections of wrought iron as com- 
pared with large sections. 


The intermediate posts are of wrought iron, each post con- 
sisting of two channels laced at the sides. Each post bas 
three piv connections ; ut the top with the top chord, at the 
bottom with the bottom chord, at the centre with the dia- 
gonals, each diagonal being made in two lengths and coup- 
| ling on to this central pin. This arrangement holds the post 

rigidly at the centre, supports the diagonal from sagging, 
| and proved in every way a satisfactory detail. These inter- 

mediate pins are connected with transverse struts between 
| opposite posts of the two trusses, with wind-bracing diagonal 
| rods between these struts and the top lateral struts. The tran: - 
| verse floor beams, which are 39 inches deep, are riveted to the 
Between the 


ineh, and then riveted without taking apart, the rivets being | two inclined end posts is placed a wrought-iron riveted 
The maximum compressive strain al” ' portal, the sides of which are extended to the 


level of the 
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floor. The end posts are also stiffened by longitudinal struts 
connecting them with the centres of the first vertical posts, 
which are rigidly held by the central pin connections. 

The floor stringers are precise!y the same as those of the 
deck spans. They are attached to the web of the transverse 
floor beams, and the floor is practically uniform with that of 
the deck spans and the viaduct. All lateral rods are placed in 
pairs, as are also the wind-bracing rods between the inter- 
mediate posts. The conneccions are everywhere made on 
turued steel pins, the holes in the rods being accurately 
bored and the sols beiag tightened with sleeve nuts. The 
lateral pins pass throurh the maia pias, excepting on the 
bottom chords, where the connection is made with steel jaw 
nuts. 

Ta the dasiga of these trusses cire was taken to secure uni- 
formity iv siz+s. All the pins exsept the lateral pins are of 
the same diameter, 4}% in. 

, STEEL. 

The steel used in the Plattsmouth Bridge was manufac- 
tired by Hussey, Howe & Co., of Pittsburgh, in an open- 
hearth furnace, The specifications required that a sample 
(bout & in. diameter) should be taken from every melt, and 
that this bar should bend coll 180 degrees around its own 
diameter without cr ckiag ; that it should have an elastic 
limit of at least 50,009 lbs., and an ultimate strength of at 
least 89,099 Ibs. ; and that it should elongate 12 per. cent. 
before breaking, and show a reducticn of 20 per cent. at the 
point of fracture. The percentage of carbon was fixed at 
0.35. 

A dfference in the strength of small and large-sized bars 
corresponding to that which exists in iron bars was found in 
the steel. The finished bars measured 6x 1} in. to 15 in. ; 
when tested in the government machine at Watertown 
were found to have an elastic limit of 87,000 lbs., and ulti- 
mite strains uf from 66,009 to 73,000 Ibs. The modulus of 
elasticity below the elastic limit was exceedingly uniform. 
Swaller sizes, used in counters and laterals, approximated 
closely ia their strength aud elastic limit to the test samples. 

FLOOR 

The construction of the floor of the Plattsmouth Bridge is 
sown by fizs. 10 to 13. It is uniform from one end ot the 
permanent structure to the other. It is so designed that 
it is believed it could safely carry a derailed train for any 
distance. 

The iron stringers are placed 9 ft. from centre to centre. 
On these stringers rest oak ties 9 in. square, and generally 
12 ft. long, these ties being only 6 in. apart in the clear. 
fhe ties are held in place by two oak guard timbers or rib- 
bons, these timbers being 10 im. square and sized down 1 iu. 
over each tie; the guards are 10 ft. 4 in. apart in the clear, 
and fastened with a 1-in. bolt to every fourth tie. Inside 
the rails are placed two iines of 4x5 in. angle iron with 
the long side flat, laid to a gauge of 8 ft. 8 in. over all, and 
bolted to every tie with a 1 in. bolt; this arrangement leaves 
a space of 61¢ in, between the angles and the rail, which is 
wide enouzh for a derailed wheel to travelin. The nuts are 
on the upper ends of all the bolts, so that they can readily 
be tightened by the bridge watchman, 

Every fourth tie is 16 ft. long, projecting two feet on tho 
outsile of the ribtons, and on these projecting ends is laid a 
footwalk composed of two lines of 2x 10-in. oak plank. 
Every twentieth tie is 18 ft. long, projecting one foot on 
each side of the footway, and carries a wrought-iron 
stanchion, through the eye at the top of which is passed a 
*4-in. wire rope, which serves as a hand rail. 

At the west ead of the bridge, where the short piece of via- 
duct is on a sharp curve, the ties are 9 12 in., and sized to 
give a slight elevat:on to the outer rail. 

Ties of the same dimension as those on the bridge are ‘laid 
across the masonry of the abutments, and on these the ends 
of th» guard angles are brou zh’ together in a point (see fig. 
15) in ths contre of the track by piecas of 4-in. oak plank 
cut to shap:, bolte1 to the ties and plated on the face with 
a wrought-iron strap. 

The following are the names of the engineers employed on 
this work: 

Chief Engineer, George S. Morison. 

First Assistant Engineer, stationed at Plattsmouth, Henry 
W. Parkhurst; Assistants, Benjimin L. Crosby, W. G. Dil- 
worth; Assistant Engineer of Superstructure, C, C. Schneid- 
er; Inspectors, Jacob Jung, A. Lavandeyra. 

Drauzi‘sm iu, 8. W. Y. Schimonsky. 

The principal contractors engaged in this work were the 
following : 

Misoary, Reynolds, Saulpaugh & Co. 

Conzrete, J. C. Goodridze, Jr. 

Posum itic foundation works, Wm. Sooy Smith. 

Saperstrusturo of 499-ft. spaas, Ksyscoas Bridge Co.; 
Forem1n of eveztion, W. Bair. 

Viaduct and 29) ft. spans, Kellogg & Maurice ; Foreman 
of erection, J. B. Rylan. 

Grading of approache;, N. 8S. Yourz. 

Ealarzement of wast approach and filling temporary tres- 


tle in east approach (this work not yet co npleted), 8S. 
D wizht Eaton. 


Gontributions. 








Experience. 


To tHe Eprror oF THE RAILROAD GAZETTE: 

It is usual for railroad managers, and others whose busi- 
ness it is to employ men to fill positions of great responsi- 
bility, to place great reliancs on men of long experience. 
The natural sup2osition is, that a man who bas long filled e 
respoasible position is better fitted for such a position than 
one whose experience is limited as compared to that of the 
veteran. Ifthe general superintendent of a railroad was 
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looking about for a master mechanic or road-master, and he 
was deluged with applications for these and other responsi- 
ble positions, he would naturally chose from among those 
of the longest experience; character habits, etc., being 
equal. 

In a majority of instances he would be correct in his selec- 
tion, but unfortunately many have found themselves 
sadly disappointed in their estimation of the value 
of expemence. In other words, experience is 
worth nothing to some men, and these men are 
more numerous than many suppose. A few weeks since, the 
wr.ter met aman who is in charge of 160 miles of track. 
Thirty years a:zo this man was road-master on a New-Eng- 
land road, 118 miles long, and has followed the business ever 
since in various parts of the countrr. The writer was not 
personally acquainted with this man, but had heard of him 
occasionally, and his reputation was not above the average 
of men in that line of business. He was in charge of a gang 
of track layers in a yard, and, to put it mildly, his work 
would hardly pass inspection. A switch he had just com- 
pleted was a shackling affair at best, and would have been 
discreditable to a section foreman of hmited experience. 
The switch rails were of unequal length. The tie on which 
the heel of the switch rested lay at an angle of thirty degrees 
with the rail. One of the switch rails was a snug fit at the 
head-block, while the other lacked nearly four inches of filling 
the space. The rails were cut in a bungling manver, and will 
soon broom up, The tie bars were a quarter of an inch too 
wide in the clasp to fit the rail, and there was more than 
half anivch play in the connection rod, the clasp being too 
large and the bolts too small, He explained this by saying 
that the rods were made for a rail of a larger pattern, and 
that a rough bolt cannot be made to fit snugly. The switch- 
stand was of a new pattern and design adopted on this road. 
Its general appearance is not unlike a ship’s capstan, and it 
was designed to be fastened to the head-block sill by rag- 
bolts. It was, however, bunglingly spiked down by crooked 
spikes that were too large, which broke the casting at one of 
the holes, The top of the stand is circular, with a notch or 
recess in its opposite edges by which the switch is held in 
position. The switch is moved by a horizontal lever attached 
to the perpendicular rod or switch lamp-post in the usual 
manner, except that the lever is jointed near the outer edge of 
the stand, its outer end banging pendent and filling the recess 
before menticned. This is an effective fastening, but is un- 
handy to operate. To change theswitch the operator must 
take hold of the lower end of the lever which bangs perpen- 
dicular, and carry it outward and upward to a horizontal 
position at the top of the stand. This, of course, carries the 
pendent portion of the lever out of the recess, and the switch 
is unfastened. Tbe operator now performs a pilgrimage to 
the other side of the stand, where he finds a recess to receive 
the outer end of the lever as he carries it downward and per- 
forms a quarter circle movemant witb bis hand. It would 
be difficult to conceive of a more uahandy switch movement, 
and this is adopted by a veteran as a standard switch. 

The yard was full of men who acted as though they bed 
just been gather: d in from a stampede or were on the point 
of stampeding. There was no system in conducting the 
work, and the yard was piled with ballast and track mate- 
rial which all seemed to bein the way of the workmen. 
There was nothing about the premises but might have been 
improved under the maragement of an average section 
foreman of five years’ experience and a natural taste for 
that kind of work, and a babit of doing his work in a thor- 
ovugb manner. 

This man of experience spoke sneeringly of the idea of 
organizing associations and holding conventions for the in- 
terchange of ideas for the purpose of gaining information. 
‘* What,” said he, ‘could I bave learned by attending the 
Road-masters’ Convention? Probably no member of the 
Association bas been in the business as long as IL bave, and 
Iam too old to learn now.” The writer bad it in bis mind 
to remark that men of his experience were just the ones to 
attend conventions, so that younger members might profit 
by the information they could gain from them; but a glance 
at the aforesaid switch changed the idea. One occasionally 
meets with such “barnacles” as these in other departments 
of railroad service, and bow they manage to hold on year 
after year, impeding railroad progress, is probably best 
known to themselves and their superior officers, 

It is by no means intended bere to belittle the value of ex- 
perience, but toshow that it is frequently overrated by 
those who have authority to fill responsible positions. Long 
service is beneficial only to those who bave an earnest desire 
to excel in their calling or profession, and who have a just 
appreciation of the value of information that may be gained 
from others. A man has no mora! right to refuse instruc- 
tion or to neglect any opportunity for gaining a thorougb 
knowledge of matters pertaining to bis profession, and the 
man who considers be bas nothing to learn may do a great 
deal of mischief. A young man chooses the medical pro- 
He gets a diploma, frames it clegantly, bangs it 
office, and hangs out his shingle and 
begins practice. He gazes fondly on that diploma and con- 
siders himselt at the head of the profession. He plods along 
in a so-so sort of way for several years, and he is regarded 
as an experienced physician; but be kills people under just 
the same treatment that be did years ago, before the few 
volumes iv his office became dusty and his sign faded and 
weatber-beaten. His volumes are few, because when he 
went forth from the institute be fancied he carried with him 
all the knowledge of the profession that would ever be of 
any use to bim, anda few standard works were all that 
would be required during bis life; and they are dusty be- 
cause he rarely bas occasion to use them for reference, He 
sen is patient after patient to the other shore with the same 


fession. 


up in his 














668 


old stereotyped prescription. People employ him be | 
cause of his experience, and they have confidence 


process, 


in his skill; but, forttinately, his patients are 8% months, and were partially seasoned, 

few as compared to those of his classmate, whose book- | — - ~ — - . Average 

shelves are full of well-thumbed works of recent date, and | Stasis Weed. wattle Prepared Weed. SPREE Ht 54 

whose table is covered with the latest medica] publications, | RAE Oe Reuttin actonil both , 

. 2 20D, - —- —~ —--——_— - — -_————. ee 2 en Cs ? yarec 
This man has not followed a beaten path, but has studied | : Equiva- beetee- transverve  sarietelin 4 Coeff. giver 
vauses and effects ; he has not only profited by his own ex- | Breaking load for lent coeffi- Breaking load for lent coeffi- fete gt woods.add- by Traut- 
m : lical |- pieces 14% in. cient for pieces 1% ‘in. cient for) Cogs of img 11 per wine 

perience, but he has the experience of the whole medical pro- |) Jy order of strength. square by 15 in. pieces Lin. square by 15 in. pieces 1 in. prepara-| ¢t-locreffs. 

288 ds. Instead of filling untimely | Jong square by long. square by 4 of prepar'd 
moon as _ Sages bit nd 7 | 1 ft. long. 1 ft. long. tion. woods. 
graves, he is filling his purse, and experience is worth some- | Lbs ie ihe. Lbs. Lbs. 
thing to him ; not only his own, but he is glad to profit by | — —-— ee —- + oe = 
the experience of others. He is not above rae mp "0 | White oak, well seasoned. 4 989 633 633 600 

“raps owledge by the wayside and using them for the | 08 - 
soaps of lsowienge my 4 . White asb............. O86 + 996 593 850 | sos 527 HL. 585 650 
benefit of the public, and he is honored among men, j 867 ‘ B00 { 

This is not a fancy picture, and every reader of this | Beech.. a 864 55: 770 (801 513 7.2 568 550 
article can bring to mind cases in point. The neglect of Elm = 763 489 ont 763 489 0.0 543 690 to 250 
the physician to improve by experience, or to gain | : . 954 | ‘ wap) é a Bia ese 
knowledge, is nothing short of criminal. Many are sent) Pin oak...... gpg 5 94) 602 770 ( ( 182 “0.0 535 bow) 
to untimely graves as the result of his ignorance and self- | White oak, green. cant 747 179 A719 
conceit, and no less criminal is the man who has charge of Soft maple 739 | 740 176 650 643 411 13.7 | 456 580 
the construction and repairs of a railroad, and pursues his age $80; i : 

e 3 A o> © ¥ P * ¢ . « 

course blindly or utterly regardless of the progress made by | Black ash ¢ 68% 139 620 ¢ 840 109 6.9 154 300 

P sas 45 Os | _ 
others, and of the lamentable results of his own stupidity,'| Syeamore....... ait 628 401 500 | 550 332 17.2 368 500 
which leads to the destruction of life and property, In se 
selecting a man to fill an‘important position, the main | Average per cent, of loss of strength from process of preservation... 11.0 | 
question is not so much the length of his experience as the 
breadth of it, or, in other words, how much his practice has TABLE ”. 
been worth to him, Toa progressive mana few years, ex- | Showing Tests of Various Woods for Resistance to Driving and Pulling Spikes, treated and untreated by the Thilmeny (sulphate of 





baryta) Process 
cut vor 8 months, and were partially seasoned, 
Thickness of blocks, 4% in 


All teat pieces of each kind of wood were cut 


perience is worth more than a life-time to one who is | Sithee 


‘troubled with the big head.” Some one has said that ‘to | 
sneer and denounce isa very easy way to assume a great | 
deal of wisdom and to conceal a great deal of ignorance,” 
and be might have added, that to boast of long experience 
frequently covers a great deal of incapacity. Railroad | In order of resist 
managers in making appointments will do well not to over- a 
rate tbe value of the services of the man who claims he has 





| KIND OF WOOD, ACTUAL RESISTANCE 


Natural Wood, untreated, 


To driving To pulling To driving 























nothing to Jearn. WILLIAM 8. HUNTINGTON, ioe. me spike spike. © Py spike. 
=a Sta 3 | Beech Oe) g,743 | BO aere | eee! 7,472 
Tests of Transverse Strength and Resistance to Spike | _ Sonal. 5 ae ’ 
of Various Woods. White oak, green., 5670 i 5,820 5'869 { ga eS ; 
Pin oak a 7 ' 5 268 aa y 6,553 pyr ' 5,353 
BY A. M. WELLINGTON, ©. F. reo ee ry F yer 
uypanhed , White ash ..... .. . 5 as ase 4,560 5.978 { 6,283 
The following tests were undertaken, by instructions of |. r ait | 
Charles Latimer, Chief Engineer of the Atlantic & Great 7 se 5 one B433 1 6 yun DBL ag og | |, 
Western Railroad, to determine the effect of the Thilmeny a tial satan | 4,453 ) 
(sulphate of haryta) preservative process upon the strength | piace ash . 8.006 | 4.009 4,408 4,038 4453 | 4 147 
of woods, and the comparative value of various treated and ictal bo 3'380 
untreated woods for cross-ties, oo 4.453 14.606  3:58613 ggg £68 14300 
The samples tested are said to have been taken from the yo hy oH ape pee 
same stick, one half having been treated by the aforesaid | Ch°steu’ yreer 8,386 5 S801. 3'799 5 3260 bisasresshr? 
process and the other half left untreated. The woods when | Soft maple tot 3,843 Pett (3,111 | etry | 3,645 
treated (some 6 or 8 months since) were green, but have easiness 4,103 1 3 ogg 3188) 9 agg 3,691 1 9 gas 
since had time to become moderately well seasoned. ba pe , ppt } ' 3,076 | 
‘Two samples were cut off of each test piece and dressed Hemlock. --. ceocy FOO | nade FLOM | treeseres 


| 
| 


carefully to dimension (114 in, square by 18 in. long) for | — 
test of transverse strength, leaving one good-sized bluck of 
each pice for test as to its power of holding a spike. 


are as nearly as may be equal with hard woods, it being 


<e . te » case t -onsiderabl y “e de is required 
A summary of the tests for transverse strength is given in | fe? the case that considerably more dead load is require 
| to push out the spike than to drive it in. On the other hand, 


Table 1 herewith, _#rom this it appears that there is a clear | sa ohne did Hae, daiae athe anti 
lovs of transverse strength in the process of preparing, vary- ver a pay nals : , y Ota 
ing from 20 per cent, in the case of pin oak to 0 in the case seneut — ess 2 ee 
of elm, and averaging, for all the seven kinds of wood tested, |" we 7 ene 4 weeen = os ae 7 a hr 
11 per cent, Excepting in the case of elm, every one of the Table 2, that a spike which has required a tooan orce t = 
woods tested showed a decided loss of strength, so that there another to drive it into the same wood will require less force 
can be little doubt that this is a legitimate result of the pro- 
cess. The loss, however, is not very great, and it may be | 
doubted if the gradual process of decay in unprepared woodg | ; fs 
would not more than balance it even before any decided | '!® apike had been driven, 
signs of decay were visible, | out immediately, some left in seyeral hours, some were es 
A summary of the tests for the resistance of spikes is given | '' OV°" night, but no difference on that account could he 
in Table 2 herewith, These tests were conducted as follows: | 
The test blocks were reduced to a uniform thickness of 41/ 
in,, this thickness being just sufficient to give a full bearing | press plungers may be a convenience to those who wish to 
surface to the parallel sides of the spike when driven to the make some single tests like the above. A white oak block 
usual depth, and allow the point of the spike to project. out- | which had been well tested for resistance to spike by direct 
wards. It was considered that the bevelled point could add 
very little tothe holding power of the spike, avd it was de- 
sired to press the spike out again by direct pressure after 
turning the block over. The force was applied by a loaded | 


to drive it out, and rice versa, 

7%. No difference could be discovered in the fores required 
to push out a spike on account of the difference in time that 
Some of the spikes were pushed 





discovered, 


The following further notes as to the friction of hydraulic 


pressure, was tested ina hydraulic press, the usual gauge 


shop attached to it. This gauge read to a maximum pressure 


| 
| having been removed and the standard steam gauge of the 
| 
| of 800 Ibs, per inch, which is a very light pressure for such a 


lever, an iron bar 14 ft, long and 1!¢ x4 in. section, the ful- | press in ordinary working, but more than sufticient to drive | 


crum being at one end and the spike to be driven or expelled | 0% expel a spike. With so light a resistance the action of 


placed 2 ft. from it, A fulcrum was obtained by a mortise | the press is far more like a blow than an eveu pressure, and | 


in the frame of the shop. An apparatus of this form works | the pointer of the gauge fluctuated greatly at each stroke of 
well in every respect. 

From Table 2 it appears that as respects resistance to 
spike the preservative process probably has no effect pro or | U2 


point reached at each stroke, which were approximately 
It was considered that the decrease in resistance 





iform. 


con., seeming to be, if anything, a slight advantage for the | from the sudden blow on the spike at each stroke of the | 


harder woods and a slight disadvantage for the softer woods, | Plunger would, roughly speaking, balance the increase of 
The following further deductions may be drawn from | gauge-readings which would necessarily result from the 
Tables 1 and 2: momentum of the moving parts of the gauge when rapidly 
i. A beech tie, if effectually preserved from rotting, would | fluctuating. The following was the result, four spikes in 
be a better tie than white oak; anda red or pin oak tie | each case having been tested and averaged ; 





about as good. Resistance as determined in the press . 6,812 5,190 
2. Elm, black and white ash, if effectually preserved, will X 7 by lever and di aes pres 
hold a spike about two-thirds as well’as beech or oak, and nem prennate, eA? ct Pips 
about one-third better than chestnut. They are also but | Difference ............ sees oes 379 909 
. Difference per cent, (average 11.5).. 5.6 17.5 


little inferior to oak in transverse strength, black ash being 
the weakest. | The conditions were so different that the above cannot be 

3. Soft maple and sycamore hold a spike about four-fifths | CoMsidered as a fair indication of the friction of the press, 
as well as chestnut; about two-fifths as well as oak or beech, | but it indicates the proper allowance to make for other tests 
and about one-half better than hemlock. under the seme conditions. 

4, Seasoned white oak is about one-third less effective than 
green timber in holding a spike. On the other hand the 
transverse strength of green oak is about one-third less than 
seasoned oak, 

5, The force required to drive a spike and to pull it out 





—Mr. Aurin*B. Nichols has resigned his position as Engi- 
neer of the Bureau of Railroad accounts to accept a_posi- 
tion on a railroad in Pennsylvania. It is understood that 
he resigned chiefly on account of the small salary paid, and 
the Auditor will ask Congress to increase it. 








fHE RAILROAD GAZETTE. 


used for test 


Prepared Wood. 


the piston. Readings were taken, however, at the maximum | 
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TABLE 1, 


Showing Tests of Various Woods for Transverse Strength, treated and untreated by the Thilmeny (sulphate of baryta) preservative 
All test pieces of each kind of wood were cut from the same stick 


All the woods, except as specified, had been cut 6 to 


from the same stick. All the woods, ercept as specified, had been 


were of standard size and form, viz.: 5M & 9-16 in, 


IN LBS, RELATIVE RESISTANCE 


(av, of both prepared and un 


_- - prepared), taking force to 
{Av., both prepared| extract spike from green 
| and unprepared. white oak (6,523 Ibs) as L. 
To pulling (Todrivi'g To pulli’g To driving .| To pulling 
spike, | spike, spike, spike. spike. 
873 3 oe ‘ “ ~~ ae 
Rog? (8420 | 7,107 7,199 1.085 | 1.10 
ona 5,820 6,523 0.89 1.00 
. 208 
peed {6.201 | 5,360 6,377 0.815 0.975 
split.) 6,118 4.560 0.75 
0.935 
C8608 0.0 6,433 4,281 0.65 
| 3,340 aa 
ano 
ce 13,200 | 4,123 | 3.964 0.605 
3/403 | 0.65 
4 1e8 4175 | 4,453 | 3,992 0.68 0.60 
Set ee 3,691 | 3,260 0.56 0.50 
oY Berd) Det 
30:10; 2877 | 3,744 | 2,994 0.575 0.46 
1,968 11 968 | 3,815 2.578 0.585 0.395 
2,910 1,996 , 0.44 0.30 


The Rights of Holders of 


Preferred Stock. 


\ large part of the last report of President H. J. Jewett, 
the New York, Krie & Western Railroad, is 
devoted to a discussion of a claim that has been set up by 
some of the preferred stockholders of that company that 
they are absolutely entitled to a dividend, because the net 
earnings have been sufficient to pay one. The discussion ap- 


7 L 
of Lake 


plies specially to this company, but it also has a general in- 
terest. We give it below: 
Within the last few weeks divers communications have 
been addressed to the President of this company, in some 
instances urging, as a measure of policy, and in others de 
manding, asamatter of right, that the board declare, and 
pay, a dividend on the preferred stock out of the earnings 
for the fiscal year just closed. 
There has been no difference of opinion among the mem- 
bers of your board of directors as to the policy to be pur 
sued in the management of your property. Nor have they 
supposed, until very recently, that there was any room for a 
difference of opinion between them and the shareholders, 
| whether of the preferred or common shares, as to the wise 
course to pursue for the protection of all interests. The 
board fully recognizes the fact, that when the company is in 
| condition to make any declaration of dividends, the prefer- 
ence shareholders are entitled to the full 6 per cent. before 
the holders of the common stock can demand any amount 
whatever, but that, with this exception, they are in all re 
spects equal, having the same interests, and subject to the 
| Same duties and obligations for the proper maintenance and 
improvement of the property. 

When it became manifest that the Erie Railway Company, 
in the then condition of its road and property, could not 
meet and discharge its fixed liabilities, much less make divi- 
dends to its shareholders, it was agreed by all those in in- 
terest that a reorganization was hecessary, and that in suck 
reorganization provision should be made for such additions 
and improvements to the road as would enable the company 
| to operate it to its utmost capacity, and with the greatest 
| economy, to the end that it might discharge its obligations 
| to the public and to its creditors, as well as realize a reason- 
; able return to its shareholders. How these improvements 
| and additions could be provided for became a subject of the 
| most serious and anxious consideration. 
| Toaidin accomplishing these ends it was determined to 
| make an assessment of four and six dollars per share on the 
| common stock, and two and three dollars per share on the 
| preferred stock, and to ask the first consolidated bondholders 

to fund their coupons for a_ period equal to three years, and 
| the second consolidated bondholders to fund their coupons for 
a term equal to five years. It was hoped that this concession 
| by the bondholders, and the amount thus to be realized from 
| the stockholders would enable the company to accomplish 
| very much in the way of the improvements absolutely needed 
| for the successful working of the road; and that with the 
| surplus earnings thereafter to be realized by reason of such 
| improvements and after the payment of its expenses, outlays, 
and fixed charges, the company would be enabled, at no very 
distant day, to make a distribution among its shareholders in 
the way of dividends; recognizing the fact, however. that the 
preferred shareholders would be entitled to the full rate of 
their dividends before the holders of the common stock 
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would be entitled to anything. Your board did not suppose 
that the propriety of applying a!l the earnings, after the pay- 
ment of expenses and fixed charges, to the improvement of 
the property was questioned by anyone, as they understood 
pa whole plan of reconstruction to be largely based ou that 
policy. 

The bondholders would not likely have made any conces- 
sion from their claims had they supposed that the fund to be 
realized from them was, to the extent required, to be applied 
to the payment of dividends to the preferred shareholders, 
nor would the holders of the common stock have been likely 
to pay their assessments, so much in excess of the payments 
made by the preferred holders, had it been intimated to 
them that the increased earnings, to result from the improve- 
ments made, were to be used in the payment of dividends to 
preferred shareholders before the property was put in condi- 
tion to earn to its full capacity and with the greatest 
economy. 

The purpose to be accomplished, as understood by your 
board, was to avoid, as far as possible, the increase of the 
fixed liabilities of the company, to improve and complete the 
road o 1t of its earnings and the assessment fund, and then to 
give tothe preferred shareholders the full benefit of their 
preference, reserving tothe holders of the common siock that 
which remains, 

Hence, in the annual report of the Receiver of the Erie 
Railway Company to the board uj directors for the year 
1876 (whicb report was communicated to you by said board), 
there is a statement of the amount estimated as necessary to 
make the required improvements, and the Receiver remarked 
that, if certain of the improvements were made, ‘ together 
with some of the proposed terminal facilities, the capacity 
of the road to earn ata largely reduced expense would be 
greatly increased, and it would probably be able, out of its 
earnings, in addition to discharging its fixed obligations, to 
make the balance of the improvements required,” 

And again, in the report of this board to the shareholders 
for the year 1878, in referring to the needed improvements of 
the property, and to the various sources from which the means 
to make such improvements were to be derived, and naming 
the surplus profits, after paying the interest, as one of the 
sources, they say, ** The amount of such profits that may be 
applicable to improvement cannot be safely assumed, in- 
cluding the surylus revenue from June 1 to Sept. 30, 1878, 
for the next two years, at more than two and a half millions 
doliars.” 

Many other references might be made to the actions and 
doings of those having charge of the reconstruction scheme, 
tending to show that the surplus earnings, after the payment 
of expenses and fixed charges, were chiefly relied on to 
carry out the plan. 

It is now claimed by some, that whatever ay haye been 
the policy, or intention, of those baving charge of the plan 
of reconstruction, previous to the organization of this com- 
piny, such policy or intentions were superseded by the 
provisions of the certificate of incorporation, which, after 
its adoption, became the law of the company, and is bind 
ing upon all parties. Such may be the legal effect of the 
adoption of the certificate of incorporation, and it may be it 
will bear the construction now sought to be given it. It is 
clear your board did not so understand it when they made the 
report referred to, the date of which was subsequent to the 
adoption of such certificate. 

It is also certain that, notwithstanding these and other ex- 
pressions of like tenor from your board (and others), and their 
conduct in accordance therewith, for the two years last past, 
no one, until within a very short time, has called in question 
either the wisdom or the lawfulness of the policy or course 
pursued, Yet, if it be true that, by virtue of the certificate 
of incorporation, the preferred stockholders are entitled to 
their dividends out of the profits, regardless of the necessi- 
ties of the company, and that such “ profits’ aré what re- 
main after the payment of the current expenses, then the 
board has been in error, and, instead of applying the 
surplus earnings or profits (after the payment of current 
expenses) to the liquidation of the fixed charges and 
to improving the property, they should have set apart, even 
before the payment of the fixed liabilities, an amount suffi- 
cient for a dividend of 6 per cent. to the preference share- 
holders, and it is to this question the attention of the board 
has been carefully directed. 

The thirteenth article of the certificate of incorporation, 
after providing for the amount of the preferred stock to be 
issued, the number of the shares, and the amount thereof, 
says, ‘entitling the holders to non-cumulative dividends at 
the rate of 6 per cent. per annum, in preference to the pay- 
ment of any dividend on the common stock, but dependent 
on the profits of each particular fyear, as declared by the 
board of directors.” 

Railroad companies, in stating their annual accounts, 
credit their earnings and debit their expenses. The balance, 
ifany remains tothe credit, is called surplus, or net earnings, 
which, with all well-managed companies, is applied to the 
payment of whatever fixed charges may exist, to the im- 

vrovement of the property, or to such other purposes as the 

oard, in the exercise of a sound discretion, may deem best 
for the good of the company; and whatever balance may re- 
main may be distributed to its stockholders. But itisclaimed, 
in the present case, that the word “ profits,” as used in the 
certificate of incorporation, has a legal significance, and that, 
when such profits are asce) tained in the usual mode of stating 
the accounts, they must (or so much thereof as is necessary) 
be applied to the payment of a dividend on the preferred 
stock; that the right of the shareholders to a dividend does 
not depend on its declaration by the board, nor on the con- 
dition of the company, nor upon any fact other than a state- 
ment of the accounts; and that if such accounts, as presented 
to or declared by the board, show that there is a ‘‘ profit,” or 
a balance after the payment of expenses, then the right toa 
dividend attaches, and thatthe board has no right to other- 
wise dispose of the fund, regardless of what the necessities 
of the company may be. And it is because of this view of 
the aoe as understood by the board, that the present demand 
is made. 

The beard of directors may deciare a dividend. They 
may direct the dividend to be paid out of the net profits. 
But they cannot, by any form of declaration, create net 
profits. Asa matter of convenience, in the keeping of the 
accounts, the difference between the expense of conducting 
the business of the company and its earnings may be stated 
as net profits. No doubt, it is the common practice to so 
state it. But whether or not there has been any profit, sub- 
ject to division among the shareholders, depends upon a 
result to be ascertained by an analysis of all the accounts, 
and not upon the terms used in their statement, or the 
declaration of the board. 

The board is, therefore. advised that the words “as de- 
clared,” used iu the certificate of incorporation of this com- 
pany, clo not apply to the word “ profits,” but to the dividend 
to be declared, and requiring of the board, before it declares 
any dividend to the common shares, to declare and ya 
dividend of 6 per cent, to the prefer2nce shares. If the dif- 
ference between the earnings and the current expenses is net 
profits, and the language used in our certificate of incorpo- 
ration applies to the profits and not the dividends, and the net 
profits are not sufficient to pay the interest and other in- 
debtedness, the board would have to prefer the preferred 
shareholders to all classcs of creditors, because no exception 
* made, antl the contention being that the profits, ax declared 


; here to state that it appears from the stock register of the 





by. the board, shall be applied to the payment of a dividend, 
etc. But such an inconsistency could not have been contem- 
plated by any one. 

Your company is a New York corporation, subject to all 
the laws of the state, and your board of directors is also, in- 
dividually and collectively, subject to such laws, and to all 
the duties, restrictions and penalties they require and impose. 
The genera! law of the state provides that ‘It shall not be 
lawful for the directors or managers of any incorporated 
company in this state to make dividends, excepting from 
the surplus profits arising from the business of such corpora- 
tion,” and makes the directors individually liable for any 
payments made on account of dividends in excess of such 
surplus profits. 

In a case in almost every respect avalagous to our own, 
wherein preferred shareholders claimed that they were 
entitled to their dividends out of the net earnings, regardless 
of the general necessities of the company and of its other 
indebtedness, Judge Blatchford, of the Circuit Court of the 
United States, in refusing the application for an order to com- 
pel the payment of such dividends, and iu defining what con- 
stituted ‘*net earnings,” said: ‘* When all liabilities are paid, 
either out of the gross receipts, or out of the net earnings, 
the remainder is the profit of the shareholders, to go toward 
the dividends, whiel, in that way, are paid out of the net 
earnings.” And in the same case, when before the Supreme 
Court of the United States, that Court, in affirming the 
decision of the Circuit Court, said; “The preferred divi- 
dends were to be paid out of the ‘ net earnings of the road.’ 
The lexical definition of net ‘is clear of all charges, or deduc- 
tions” (Webster.) * That which remains after the deduction 
of allcharges, or outlay, as net profit’ (Worcester.) The 
popular acceptation of the term is the same.” The error, if 
any has been committed, has been in the making of the im- 
provements to the road and in the application to that purpose 
of the surplus earnings, so far as realized, and the use of the 
credit of the company to the extent needed, Li iunst be borne 
in mind, however, that if these improvements b« | not been 
made, there would in all probability have been »o profits 
about the distribution of which any question would have 
been necessary, because the increased earnings of the road, 
and the economy with which it has been operated, are at- 
tributable largely to its improved condition and to the in- 
creased facilities produced by such outlays and such use of 
its credit. But the board is not willing to admit that in this 
they made any error, or in any respect departed from the 
heretofore avowed policy of all parties in interest. 

Your board has great confidence in the future of the com- 
pany; but whether or not that confidence is to be realized 
depends very much upon whether the policy marked out by 
the shareholders, during the period of the reorganization 
or reconstruction of the company, is persisted in. This 
is a question for the shareholders to decide, not the di- 
rectors. 

The board has heretofore pursued the policy it was 
uiderstood you had inaugurated, and if a change is to be 
inade it is for you to indicate and direct it. — It is but proper 


company, on the date of the closing of the books, that of 
preferred shares, 58,567 shares are beld in America, and 
15,874 shares in Europe, and that so far as your board has 
been able to learn, the American holders who are familiar 
with the property and its necessities, and with its managers 
and their policy, have given no indication of any dissatis- 
faction. 

Our attention has been called to a case lately pending in 
the High Court of Justice, Chancery Division, in England, 
wherein the Master of the Rolls made an order directing the 
payment of a dividend to the preferred shareholders in the 
sondon ‘Tramways Company (limited.) But the question in 
that case seems to be simply one between the preferred and 
common shareholders, and does not furnish the necessary 
light as to how the Master would consider a case similar to 
our own. 

In the cause, however, of Corry ces. the Londonderry & 
Enniskillen Railroad, decided by the Master of the Rolls in 
1860, which was very similar to ours, the Master laid down 
the doctrine fully supporting, as we understand it, the 
policy we have pursued in the application of our surplus 
earnings. 

Not content, however, with our own examination, we have 
referred this question to counsel for their advice, and the 
opinions which have been received in answer to such inquiry 
are hereto attached. 

{The opinions referred to are, first, one from the firm of 
Shipman, Barlow, Larocque & Macfarland, and second, one 
from W. W. Mactarland. The former says: 

“It is for the board to say if any and when and what divi- 
dends shall be declared and paid to the stockholders out of 
the profits of any particular year.” And the latter says: 
* For no court undertakes to review the honest decision of a 
board of directors as to the propriety of declaring a divi- 
dend. The directors are, unquestionably, entitled to take 
into consideration all tre wants of the corporation, and to 
make due provision for supplying them, whetber they relate 
to construction, additions, improvements, or anything else.”} 


The Benefits of the Southwestern Railway Asso. 
ciation. 


Under date of Nov. 27 Mr. J. W. Midgley, Commissioner 
of the Southwestern Association, issued to the members the 
following circular, which will be found of general interest; 

For the first time since its inception the Association has 
this year passed through the busy season withcut resort to 
the “sharp” practice of former times. In view of this 
fact, | beg to submit for consideration the results which have 
followed. To make the exhibit plain, comparison is made 
with what might have been expected had there been no As- 
sociation. From April, 1879, to September ensuing, the 
roads now forming this Association engaged in a struggle for 


business. The average earnings during that time were as 
follows: : 

Chicago lines, $2.89 per ton carried, or 7% wills per ton 
per mile 


St. Louis lines, $1.88 per ton carried, or 6 mills per ton 
per mile. ; 

Hannibal & St. Joseph (about) $1.70 per ton carried, or 
76 milis per tor per mile. 

The effects of this strife were felt long after harmony had 
been restored. Contracts at rates rumously low continued 
to run for months; but, with the exception of a very lew, 
they expired April 30. The remaining few expired July 1. 

Meantime trouble arose in the St. Louis Division, during 
which Jarge quantities of grain were moved regardless of 
agreement. These “differences” had scarcely been settled 
when a direct refusal to divert tonnage led to a general re- 





tons, yielding $803,133.91; i. e., $3.91 per ton hauled or 1.73 
cents per ton per mile, The St. Louis Division carried 243,- 
413 tons, yielding $1,040,738. 68; i. e., $4.27 per ton hauled 
or 1.32 cents per ton per mile. Extend the tonnage moved 
at the average rate per ton received during the last separa- 
tion—which rate doubtless would not have been exceeded 
had there been no association this year—and we should have: 
Chicago Division, 338,344 tons at $2.89 per ton =%977,958. - 
66; whereas the amount received was $1,940, 147.31—a gain 
of $962,188.65, Hannibal Division, 77,560 tons at $1.70 per 
ton =$131,852 ; whereus the amount received was $303,- 
133.91]—a gain of $171,281.91. St. Louis Division, 243,418 
tons, at $1.88 per ton =$457,616.44; whereas the amount re- 
ceived was $1,040,733.68—a gain of $583,122.24. The 
total amount thus shown to have been actually gained during 
the past six months, solely by the maintenance of the Asso- 
ciation and the observance of its obligations is $1,716,592. 80. 
That amount may be distributed among the several lines hy 
extending the tonnage carried by each at the average earn- 
ings received during the last contest. [t thus appears that 
in the Chicago Division : 





The Chicago & Alton gains... shod . $205,247.03 
The Chicago, Burlington & Quincy gains: 


Via Quiney....... $256,197.04 

WOR ROUNEIMR, ik a vicsennasess 167,279.23 
ee 28,476.27 

The Chicago, Rock Island & Pacific 

gains..... Se seeithae AS ed Weed 


245,465.35 

——— $062,188.65 
In the Hannibal Division: 

The Hannibal & St. Joseph gains... 


-o» 123,207.92 
The Wabash, St. Louis & Pacitie gains. 


37,983.00 
—_—— 17), 281.01 
183,490.85 
251 884.65 
166,546.76 


In the St. Louis Division: 
The Chicago & Alton gains....... 
The Missouri & Pacitic gains 
The Wabash, St. Louis & Pacitic gains 


OS, 122.24 
: ; ... 81,716,503.80 

These gains are at the rate of $286,098.80 per month, or 
$3,433, 185.60 per year ! 

The foregoing is exclusive of lumber, 
reduction in rates during the last ** war” was comparatively 
small. [t averaged about 7 cents per 100 Ibs. below the 
rates which have since been obtained. During the year end- 
ing with September last 884,688 tons of lumber were car- 
ried to the Missouri River and beyond. Had this been car- 
ried at the rate which prevailed during the last contest it 
would bave made a difference of 8538,500 in the results. Add 
this to the gains on other trattic, as before demonstrated, 
and it appears that the actual profits derived from 
business now covered by the Association approximated 
$4,000,000 per year. Nor does this saving, enormous though 
it be, cover all that is accomplished by means of the Assuci- 
ation. There is a large traflic beyoud its control, but which 
is dependent upon the rates which prevail to and from Kan- 
sas City, Reference is had to the busmess of the Iowa pool, 
to the trafli: of the Burlington & Missouri River in Ne- 
braska, to that of the Missouri, Kansas & Texas, and all 
other lines which cross into Kansas at points south of Pleas- 


Total 


In that traflic the 


ant Hill. ‘These outside interests are protected by 
the Association. The extent of that protection may 
safely be estimated at $2,000,000) per year. Then, 


account should be taken of the protection which every line 
receives on its local business. ‘The through business to and 
from the Missouri River is small by comparison with the 
local business of the roads : but it is not practicable to main- 
tain good rates on local busivess if the through traffic is car- 
ried for little or nothing. Hence, the benefit which most 
roads derive from the Association is as marked in its bearing 
upon their local as upon their through traffic. A conflict 
would involve both. The Association averts this, thereby 
saving to the roads on their local business as much as it 
does on the through traffic. 

In thus preserving harmony and affording protection ut 
all points affected by it, the Association is capable of saving 
to the roads in interest an aggregate of $10,000,000 annu- 
ally. 


Transportation in Congress. 


In the House on the 13th : 

A bill was introduced to restore to the public domain 
lands withdrawn for the benefit of the Oregon & California 
Railroad. 

Mr. Crapo, of Massachusetts, introduced a_ resolution, 
declaring that the construction of an interoceanic canal 
connecting the waters of the Atlantic and Pacific Oceans by 
meaus of foreign capital under the auspices of or through a 
charter from any European government is hostile to the 
established policy of the United States, and cannot: be as- 
sented to by this government. Referred to the Committee 
on Foreign Affairs. 

Mr. Keagan, of Texas, gave notice that at the conclusion 
of the pending discussion be would press bis inter-state com- 
merce bill. 

Mr. McCoid, of Towa, introduced a bill for the regulation 
of commerce by railroads between the states and for the 
better protection of capital invested in railroads, which pro- 
vides that railroad companies, and all persons operating the 
sare, shall, ou or before March 1, 1881, make out and 
publish schedules of rates, fees and charges tor the transpor- 
tation of persons and freights, which schedules shall be the 
legal rates, the same asif apart of theact. In such schedules 
there shall be one uniform charge for loading, unloading 
and handling, and a uniform mileage vate for hauling per 
car, whether the shipper uses one or more cars, The bill 
lays down as the cardinal legal principle to be observed 
in operating such railroads the perforraance of impartial 
public service for fair private profit, and any acts or oziis- 
sions of such companies, any combination defeating compe 
tition, anv pooling, drawbacks, rebates, discrimination or 
failures to furnish facilities to other intersecting or connect- 
ing railways, shall be null and void, contrary to public policy 
ape in violation of this act. The bill also contains a penal 
clause, punishing all such acts in violation of the act, a pro- 
vision for changes made in schedules upon thirty days’ pub- 
lished notice thereof, and a provision for a committee of the 
House, called the Committee on Supervising Railways, com- 
posed of one member from each judicial circuit of the United 
States, to investigate and report additional safeguards, re- 
strictio’ s and needed legislation, with power to sit in vaca- 
tion and take testimony as in other cases. 





Conductors 

Just as the conductors’ excursion train was about to start 
from Reno Tuesday night, and while the platform was 
crowded, a man who was not of the party yelled: “T say, 
conductor !" There were about fifty conductors on the plat 





duction of rates. Thus spring was well advanced before | form. From the force of habit each one answered, and they 
the Association attained the steady basis it “‘ has since main-| al) save out in concert: ‘Ob, dammit! W hat do you 
tained.” The first of May, therefore, marks the period sub-! want: It was a glorious sight to see those fifty conductors 
sequent to which agreed rates have very gener | swing the nselves aboard as the train was pulling out. They 
ally been obtained. From that date to Nov. 1 | all stood about. indifferently, as though they were waiting 


the movement and results were as follows: The Chicago Di- | 
vision (exclusive of the Wabash) carried 838,394 tons. which | 
yielded #1,040, 149. 
per ton per mile, 





81; i.¢,, 65.73 per ton hauled or 1.15 cents 
The Hannibal Divison carried 90,560 


for the train to start: then each would look away trom the 

arek sely stretching out av arm, would swiug on 

bas if the act were entirely unpremeditated and 
Re Nevw.s Gaaelte 
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Passes,—All persons connected with this paper are forbid- 
cen to ask for passes under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 


Addresses.— Business letters should be addressed and drafts 
made payable to THe RarLROAD GazeTrE, Communica- 
tions for the attention of the Editors should be addressed 
EpitoR RAILROAD GAZETTE. 

Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
uMNS We give in our éditorial columns OUR OWN opin- 
ions, and those only, and in our news columns present only 
such matter as we consider interesting and important to 
our readers. Those who wish to recommend their inven- 
tions, machinery, rap ng Jinancial schemes, etc., to our 
readers can do so fully in our advertising columns, but it 
is useless to ask usto recommend them editorially, either 
for money or in consideration of advertising patronage. 


Oontributions.—Subseribers and others will materially 
assist us in making our news accurate and complete if they 


will send us early information of events which take place 
under their observation, such as changes in railroad offi- 
cers, organizations and changes of companies, the letting, 


progress and completion of contracts for new works or 
important improvements of old ones, experiments in the 
construction of roads and machinery and in their man- 
agement, particulars as to the business of railroads, and 
suggestions as lo its improvement, Discussions of subjects 
pertaining to ALL DEPARTMENTS of railroad jusiness by 
men practically acquainted with them are especially de- 
sired, Officers will oblige us by forwarding early copies 
of notices of meetings, elections, appointments, and es- 
vecially annual reports, some notice of all of which will 
published 


RAILROAD SIGNALS, 
In its generic meaning, Webster says, language de- 
notes any mode of conveying ideas. Signals therefore 
form a language for railroads, and are the means of 
communicating information of the utmost importance, 
on which life or death and the safety of many persons 
are often dependent. For the purposes which it is in- 
tended to perform it would seem then that above all 
things this language should be definite, uniform and 
unmistakable. The ideas which must be conveyed by 
it are of the simplest kind, and the language may be 
equally so. In fact, there are but two or at most three 
different ideas that’ must be conveyed from those 
giving the signals to those who observe and are guided 
by them. These are ‘go ahead” and ‘‘ stop,” and, in 
some cases, ‘‘ go ahead cautiously.” It happens some- 
times that by association very simple ideas appear to 
us complex. This seems to be the case with railroad 
signals. Thus the causes which lie back of the mes- 
sage which a signal-man must give and the locomotive- 
runner obey are of the most involved and intricate 
character, although the instructions which should 
be given are of the pliinest kind. Thus the tender of 
a draw-bridge if a vessel approaches must first disp!ay 
a signal of danger, then swing the enormous structure 
to leave the stream open for the passage of the 
vessel. This accomplished, the bridge nvust be swung 
back again, the continuity of the track restored and 
the bridge locked so that it cannot be disturbed after 
itis closed. At a junction of two roads the signal- 
man must know that the track is unobstructed 
by other vehic’e3 and that the switches are placed in 
the proper position, so that the main line is 
clear for the passage of an _ approaching 
train. At a crossing approaching trains in one di- 
rection must be stopped, and the other line kept open 
for trains to pass. Ata signal station the signal-man 


must be able to tell whether the preceding train is out 
of the way of the following one, or, on a single-track 
railroad, whether there is one approaching in the 
opposite direction to that of the train which is about 





to leave. If an engine breaks down on the line, the 

first thing to do is to notify following trains. 
Although there is great diversity in these circum- 

stances which make it necessary to signal to locomo- 








tive-runners, yet the idea to be conveyed in all cases is 

the same, and is either to ‘‘ stop” or ‘* go ahead.” 
Supposing that instead of conveying these ideas by 

signals it was done by the display of a lettered 
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Fig. 3. Fig. 4 
sign, and that to stop a train at a rail- 
road crossing the word ‘halt” was displayed, 


at a draw-bridge ‘stand still,” at a junction ‘ hold 


” 


on,” at aswitch ‘ stay,” at a road crossing ‘‘ pause,” 











Fig. 6. 


Fig. 5. 


and ata signal station ‘‘rest”; and that when a train 
was to goahead the words ‘‘ forward,” ‘‘ advance,” 
**proceed,” *‘come on,” and “line clear” were dis- 
played at diff«rent places respectively, it would at once 
appear absvrd, because the message in all these cases 
is intended to mean thesame thing. Suppose, though, 
that this same system of signaling by lettered signs 
was in vogue on different roads, and that on one they 





used English terms, on. others German, French, 





Spanish or Italian, every one would at once 
say that, considering the momentous importance 
of the messages to be communicated, such practice 
was not only absurd, but considering the danger of 
mistaking or misunderstanding those words, that con- 
tinuing such a system was very culpable; yet as a 
matter of fact, different sign languages are now used 
for signaling on many of our lines, 

Perhaps, though, still harsher language would be 
used if such a system was employed, and the letters on 
the signs were of a size, formor color that is diffi- 
cult to discern at the required distance, or 
in certain conditions of the atmosphere. Yet an ex- 
actly analogous condition of things now exists on our 
railroads. There is hardly a line in the country on 
which there are not different signals for junctions, 
crossings, draw-bridges, switches and stations, be- 
sides, in many cases, a variety in the kinds used for 
these localities ; and this diversity is often advocated 
and generally supported by those who have charge of 
such matters on different railroad lines, 

Let us suppose that a system of day signals, such as 
has been indicated, was in use, and that it was pro- 
posed to make them uniform by adopting two com- 
mon words for all localities, and at all times, when a 
train is to be signaled to ‘‘stop” or ahead.” 
There can be no doubt that if such a hypothetical 
condition of things existed the more _ inert 
and conservative railroad managers would very 
generally oppose such a change, and be ready to argue 
that there are special reasons why ‘* stop” should be 
used at junctions, *‘ halt” at crossings} ‘‘ stay ” at 


- 
go 


draw-bridges, ‘‘ holdon ” at switches and ‘* pause” at 
stations. Let it be supposed, though, that such 
a system was in use in daytime, but that 
it was found difficult at night to display 
the different words so that they could be dis- 


tinguished, and, therefore, the words “ stop” and ‘ go 
ahead” were used for all places when such signals 
must be given, because they could be seen easier than 
the others—would not the question arise at once, if 
these two signals will answer for all localities at night, 
why can they not be used in daytime in place of all 
the others ? 

Now, if any one will reflect on the condition of 
things as they exist now, they must see that on nearly 
all roads a multiform system of signals isin use in day- 
time, and that although a different word is not em- 
pleyed to convey the message of “stop” or ‘go 
ahead,” a different form of signal is used, whereas 
at night but two or sometimes’ three signals are 
adopted in all places where they are required. These 
are a red light, which means ‘‘ stop,” and a white 
light. which means ** go ahead.” 
or blue lights are used in addition, which indicate 
caution. The question might then be put as before: if 
a road can be operated at night with only two signals, 
A 
signal should mean one of two things, and only one of 
two things, that is, either the line és clear, and there- 
fore the signal should be *‘go ahead,” or the line is 
not clear, therefore ‘‘ stop.” 
‘Tam notquitesure whether the line is clear, but 
you may go ahead carefully.” Of the danger of this 
on crowded lines, with trains running at a high rate 
of speed, it is not necessary to speak, but on roads 
with a light traffic, it may be employed with advan- 
tage and with comparatively little danger, If main- 
line signals should have this detiniteness, it is difticult 
to see why such a variety of forms should be used to 
convey the same message. In fact, at night there is 
no such variety, which proves conclusively that it is 
not necessary. 


In some cases grecn 


why are so many different ones needed in daytime ? 


A caution signal means, 


Inasmuch as a danger or “stop” 
means the same thing, and is definite and peremptory, 
it is difficult to see why it should be conveyed by dif- 
ferent means. It would seem as though its manda- 
tory character would be much more emphasized 
if it were always expressed in the same way. It 
is very doubtful if a commander of troops 
could have his orders obeyed with the same prompt- 
ness, if at one time he shouted, ‘‘stop,” and at others 
‘*hold on,” “stay,” ‘‘ pause,” or ‘stand still,” as he 
can if the command is uniformly ‘halt.” In the 
same way, a variety of visual signals is liable to create 
confusion, hesitation, doubt or mistakes. We have 
no data or definite information to base an opinion on, 
but venture the assertion that a signal of a red light at 
night is observed and obeyed with much more prompt- 
ness than a switch target, or any of the great number 
of disk signals in use. 

If it then appears to be desirable to adopt a uniform 
signal to be used in daytime for all trains running 
on main lines, we must consider which is tie best 
one to select, and whether it should be distin- 
guished by its color or its form. There can be 
no doubt that in some positions and conditions of 


signal always 
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light and air it is very difficult for persons who are in 
no degree color-blind to discern the color of a signal at a 
distance. Of course, if it is distinguished by its color 
alone, whatever danger may be due to the inability of 
the observer to perceive color will be incurred. The ad- 
vantage in every way of signals whose meaning is de- 
termined by their position has often been pointed out. 
Inasmuch, though, as there is no reason why signals 
may not indicate by both color and position, the 
decision that both should be used is the obvious answer 
to the question. The colors to be used and their mean- 
ing have in a great measvre been determined by 
common and general practice, so that the question of 
form and position is the only one to be considered. 
There is, as every one knows, a language of posi- 
tion, attitude or gesture, which is sometimes much 
more expressive than words, and in common life the 
message of “stop” which a signal-man must com- 
municate to a locomotive-runner is often thus ex- 
pressed. Thus, if a person is about leaving a room and 
another wants to detain him, what is more natural than 
for the first to extend the arm as indicated in fig. 1. 
There isa natural significance in this which we all 
recognize. Now, by what may be regarded as a curi- 
ous coincidence, but which probably has more of the 
character of cause and effect, the semaphore signal, 
fig. 2, which is now most generally used in Europe, 
and which, as stated in Barry’s excellent little book on 
‘* Railway Appliances,” ‘‘has been found so superior 
to all other types that it is rapidly superseding all other 
signals, and before long it will probably be the only 


daylight fixed signal in use in England,” resembles in 


outline very closely that of a man standing erect and his 
extended with the gesture meaning * stop.” There is 
therefore a natural significance which attaches to this 
form of signal which attracts attention more 
quickly than any other, and it isthe universal opinion 
of all who have taken the pains to observe that it 
can be discerned at a greater distance than any 
other for: of equal superficial area. It consists 
simply of a post, p, of any convenient or desirable 
height, with an arm or board, a, about 10 cr 12 in. 
wide and 5 or 6 ft. long, pivoted at c, so that it can be 
moved out at right-angles to the post, as shown in the 
figure. It is operated by a crank, shown at ¢, which is 
connected by a rod with suitable mechanism at the base, 
which is not shown in the figure. By this means the 
arm a can be raised up intu the position shown, «hich 
means ‘‘stop,” and be lowered so as to be entirely hid 
by the post, and then means ‘*go ahead.” Ifa cau- 
tion signal is required, it can be placed at an angle of 
45 degrees, as indicated at b by the dotted lines. The 
arm a can, of course, be painted red, so that the mean- 
ing will be indicated by both position and color. At 
night a lamp, /, is placed either back of the arm or in 
any other convenient position, and a red glass or lens 
is arranged in front of it, so that it is operated by the 
same mechanism that moves the arm a. 

Those not familiar with the construction of signals 
of this kind are referred to the Railroad Gazette of 
Oct. 4, 1878, in which very complete engravings were 
published. These represent some designed by Messrs. 
Saxby & Farmer, the celebrated Engliih manufac- 


turers of such apparatus. The purpose of 
the present article is to point out the 
adaptability of this form for what may 
be called a universal daylight main-line signal. They 


can be used in all positions where main-line signals 
are required. At junctions, crossings, draw-bridges 
and similar places, they can be mounted on posts of 
suitable height—the one represented is about 20 feet. 
If it is desired to emphasize them, as it were, at impor- 
tant or very dangerous points, they could, of course, 
be made of greater size than at other places which 
are considered less dangerous. At stations they can 
ba attached to the building and operated by a rope or 
rod by the telegraph operator from the inside. For 
switches it will sometimes be more convenient to at- 
tach them to a vertical revolving shaft, in the same 
way as ordinary targets are attached, and as shown in 
figs. 8and 4. In the former, ais the semaphore arm, 
made of sheet iron or wood painted red, 
with a cast-iron counterweight, w, attached 
to the back side to balance it, both being fastened to 
the shaft f. The counterweight is added because 
when such signals are not balanced they very soon 
draw the shaft and the switch-stand “ out of plumb,” 
as may be seen at any time on the New York & New 
Haven Railroad. Attached to the same shaft, and at 
right-angles to the arm, aw, is a circular disk, d, fig. 4, 
about two feet in diameter, which may be painted 
white. It is assumed, of course, that in moving the 
switch theshaft f makes a quarter turn, which, when 
the switch is set for the main track, displays the disk 
d to the locomotive-runner, and when set for a side- 
track shows the arm a. 

If semaphores of this kind were uaed for all main- 





line signals, it would be possible to adopt the rule that 
no engine or train should ever pass one of them when 
extended at right angles to the post. In other words, 
that such a signal should have the same significance 
as a red light at night, and should always mean 
‘‘stop.” Such a system would be much more definite, 
simple and imperative than the diversity which now 
exists, and which must often be perplexing, and for 
these reasons it would be safer. 

On double-track roads semaphore signals are placed 
on opposite sides of the post, and trains in each direc- 
tion observe only those on the left side, 

It might not ke amiss before closing this article to 
call attention to the manner of attaching signal lumps 
to switch stands, in which great carelessness is often 
shown. Usually (he lamps are attached to the upper 
end of the switch-stand shaft f by a socket on the 
lamp, the shaft being made square to receive it and to 
prevent it from turning. In such a case it is 
evident that the lamp may be placed in any one of 
four positions, and that through inadvertence or 
carelessness the lamp can be placed on soas to show 
an ‘“‘all-right” signal when in fact the switch is all 
wrong. To avoid this, if the opposite sides of the lamp 
are alike, the shaft and socket, instead of being made 
square are made oblong, as shown in fig. 5. The lamp 
can then be put on in only two different 
positions; that is, it may be reversed, but cannot be 
placed at right-angles to its proper position, If the 
opposite sides of the lamps are not alike. theend of the 
shaft and the socket should be made somewhat like 
the form shown in fig. 6, which will permit the lamp 
to be placed in only one position. Although this is the 
very a,b, c of signalling, yet on one of the main lines 
of this country all the lamps are attached to the 
switch-stands with square sockets. 

It was stated in the beginning of this article that 
one language of signals is used on one road and quite 
a different one on others. The desirable thing, of 
course, is to bring about uniformity. It is difficult to 
see how this can be done unless the managers of differ- 
ent lines can be made to see the superiority of some 
one systerr. Should they be induced to investigate 
the advantages of the semaphore system, it is believed 
that in this country, as in Europe, its superiority over 
all others would secure its universal adoption. 


Co-operative Control of the Interchange of Cars. 





In every time of general activity of traffic and con- 
sequent scarcity of rolling stock, it is a common com- 
plaint of railroad companies that their connections or 
their connections’ connections are extremely dilatory 
in returning their cars; that if they do not keep them 
for local traffic (and this is a common charge) they 
give preference tu their own ca:s or to others in which 
they have interest in the matter of prompt unloading 
and return. It being necessary to delay some cars, the 
road on which the delay occurs takes special pains to 
keep its own cars running and earning money, and 
lets the loss, as far as possible, fall on the companies 
whose cars are on its road. Part of this is the result 
of a vicious system which takes account of mileage 
only, as the basis for payment for the use of cars, and 
which provides no check for the owner of the car 
when it is off his own road, and Mr. Davies’ system 
of daily reports, and the system of the New 
England Car Association are intended to pro- 
vide the latter. But, in addition to this, there 
is not infrequently a positive wastage of car service by 
restricting cars to certain routes, on which no freight 
may happen to offer in one Cirection, when by another 
route they might get loads. That is, the car is made 
to go back empty by its own road, when it might go 
back loaded by some parallel route. In endeavoring 
to provide a methol of keeping a fair account that 
will protect the interests of the owners of the cars, it 
may be well to inquire if some plan cannot be devised 
by which this account may be. kept with perfect ac- 
curacy and fairness, and at the same time and through 
the same instrumentality some supervision in behalf 
of a road be exercised over its cars while on foreign 
roads. The supervision would probably have to be 
exercised by proxy, and the following plan is offered 
for the consideration of all the readers of the Railroad 
Gazette that are interested in the subject of car ser- 
vice, not that it is thought that the plan is something 
new or that it is perfect in all its points, but because 
it is believed it is superior to the present system (?), and, 
though it might require some modifications, it could 
be adopted and carried into effect with advun- 
tage to all parties identified with it. The plan is 
to form a co-operative association among the 
railroads to act as their agent in relation to 
all matters appertaining to car service. This 
association could be formed after the model of the fast 





consisting of one repres2ntative from each road in the 
association, Every road should be required to send 
daily reports of the movement of all cars over the 
road, and senda daily junction report for every junc- 
tion. Every outside road should also be required to 
cenform to the above rule, If the association included 
among its members the more important roads, the 
above rule would probably be complied with by all 
parties. Subordinate offices should be located at con- 
venient points for the greater facility of operation; 
these subordinate offices could report to the general or 
head office weekly or monthly, as may be preferable, 
Monthly statements to be rerdered, every individual 
road showing amounts due from and to it for 
car mileage during the month, and the balance 
in its favor or against it. If the balance was 
in favor of the road it could draw on _ the 
Treasurer of t'e association for the amount of same, 
and if t.¢ balance was against it the Treasurer cou!d 
draw on the road, This would simplify. if not entirely 
dispense with, the road keeping any car accounts, ex- 
cepting for its own convenience or for the movement 
of its own business. Again, the association could act es 
the agent of the individual roads in relation to all 
matters concerning their cars while on foraign roads. 
It could be delegated the power to order any car 
home when it considered it had been kept off the road 
for an unreasonable time ; it could be authorized to 
investigate all cases of unusual detention, And it 
could be made the distributing agency for all cars that 
were alloted to common business. Through the me- 
dium of frequent ani quick communication with its 
subordinate offices, if empowered to act in the matter, 
it would be enabled to distribute cars to 
meet the demands of traffic much better than 
they are met at present. If a certain number of 
cars were furnished by the various roads and placed 
under the control of the officers of the association, 
and they were given the authority to send them 
to any point where they might be needed and use 
them for the transportation of any freight for 
which they might be required, regardless of the 
route by which the freight might be forwarded, 
they would be able ts get more service from 
the cars and avuid considerable hauling of empty 
cars. Take, for instance, an Eastern road, that may 
have fifty cars of freight to be forwarded via the Great 
Western road to Chicago. It may have at its 
command fifty Red and White Line cars that it 
would have to return empty, but under the present 
rules it is not permitted to ship the freight in 
those cars, but must procure the proper cars as best 
it may, even if it has to haul them empty the 
entire length of the road, and if it cannot procure 
other freight that can be forwarded west over 
the prescribed route for the Red and White Line cars 
it must return tiose cars empty. Under the pres- 
ent order of things there is nothing unjust about this, 
The cars are owned by the roads in these lines and 
furnished to accommodate the business over these lines 
alone ; but, if these cars were held subject to the con- 
trol of the proposed wsscciation, in the case referred to, 
there would have been avoided the haul of quite a num- 
ber of empty cars, The claim that if so great powers 
were placed in the hands of the managers and _ officers 
of the association they would be likely to abuse it and 
give a decided preference to their favorite roads can 
hardly be sustained, ‘The managers and officers would 
be appointed by the direcvors or trustees, consisting of 
delegates from every road in the association, and as 
their term of office would depend upon 
giving satisfaction to their employers, they 
would very c¢ to use the — strictest 
impartiality and by possible means en- 
deavor not to give olfense to any road in the assuci- 
ation. If any road desired its cars retuined to it, 
instead of sending car-tracers tothe immediate con- 
nection to which it delivered the cars, and have the 
tracers follow the cars from one road to the other unt/l 
some lazy clerk pigeon-loled them, thereby necessitat- 
ing the road to start out a fresh tracer, it would be 
only necessary for the road tosend the list to an office 
of the association with the request that the cars be 
sent home. Then it would become the duty of the 
association to locate them, which it could easily do 
from the daily reporis. It could then order the cars 
home, and from the daily reports would also be able 
to see that its orders were prompily obeyed. It often 
occurs that at competitive points a road is at the mercy 
of the shippers, and has to act in a very conciliatory 
manner, ard while it is aware that the privilege of 
holding cars is abused by shippers, it is not in a posi- 
tion to press the matter, for Any prompt action on 
its part would be met by the shippers giving their 
patronage to a competing road, Here the association 
could be made a very effective instrument in bringing 


their 
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every 


be 


freight lines, and be governed by a board of directors | shippers to terms, especially if the competing road 








672 


was also a member of the association. The officers of 
the association could require that the cars be not de- 
tained, and as. the association in its corporate form 
would not be engaged in the transportation of freight, 
shippers could not punish it in that way, and if they 
carried their patronage to the other road they would 
still be under its jurisdiction. Many other advantages 
that would be secured by the formation of an associa- 
tion of this kind by the principal roads could be 
enumerated, but the above are sufficient to indicate 
that the plan would, in many ways, be preferable to 
the present system of car interchunges. While the 
foregoing may be conceded, many may object on the 
grounds that the machinery for carrying on the busi- 
ness of the association would be very expensive. 

Beyond a doubt it would cost considerable money, 
but it must be remembered that the association would 
perform a great portion of the work that is now per- 
formed by the car-accounting department of each 
road ; consequently the reduction of expenses on every 
road for this department should be placed against the 
cost of operating the association. This would materi- 
ally reduce the expense of the proposed plan, and it is 
thought by the advocates of an association that the 
increased earnings that would result from the adoption 
of this plan, or rather the increased service that it would 
be possible to get from the cars, would not only coun- 
ter-balance all the expenses, but would show a hand 
some profit to sustain the wisdom of the policy advo- 
coated, 


Liabilities for Injuries by Riot. 


Until recently the question of the liability of com- 
panies for mischief done by mobs or rioters, attracted 
but little attention. It might well be classed among 
subjects involved in uncertainty. There is, indeed, in 
many of the states, a tolerably distinct rule that a 
city or county is liable for property destroyed by a 
mob within its limits, But this rule has no fair appli- 
cation to property-in charge of a railroad company for 
transportation, It is founded on the view that the 
municipality has neglected its duty of preserving the 
peace and maintaining order. Any liability of a rail- 
road company must be deduced from its contract or 
public duty as acommon carrier ; and there have been, 
hitherto, few occasions raising the question. Recently, 
however, suits brought by shippers of goods destroyed 
by the Pittsburgh riots of 1877 have reached decision. 
What has been said in these cases,with what little was 
declared previously, renders it practicable to give a 
somewhat connected sketch of the progress of thought 
in the courts on the liability for injuries by riot. 

The simplest aspect of the question is whether rioters 
are ‘* public enemies.” Suppose there has not been, in 
the particular contract for transportation, any limita- 
tion of the company’s undertaking, but it stands liable, 
fully, as a common carrier—responsible for all 
causes of damage, except the act of God or the 
public enemy. Thus far the courts say that an insur- 
rection or mob, no matter how violent, extensive or 
long continued it may be, is not a‘ public enemy.” 
One of these cases arose out of the riot in Indiana, upon 
the line of the Pittsburgh, Cincinnati & St. Louis Rail- 
way, during the close of 1578. From Christmas day a 
mob sought to enforce their side of the quarrel with 
the company by lawless violence, and with clubs, 
stones and fire-arms they drove the engineers and fire- 
men away from the locomotives and rendered the 
running of trains impossible. They were so numerous 
and violent that the civil authorities were not able to 
the disturbance. The 


suppress military were 
called out, by whom, at last, the rioters 
were vanquished; but this was not accomplished 


until Jan. 8. The circumstances of the Pittsburgh 
riots of 1877 were even more aggravated. The Penn- 
sylvania Railroad Company, finding itself unable to 
protect the property in its charge, applied to the sheriff 
for protection ; the sheriff made requisition upon the 
Governor for a military force ; troops were called out, 
but failed, in the first conflict, to suppress the mob ; 
and the rioters then, in revenge, burned the merchan- 
dise in question, In both cases the fact was clearly 
shown that military measures were necessary ; and 
the argument for the company was that when a riot 
assumes such proportions as to require the services of 
the troops to restore order, it becomes in a just sense a 
public enemy. But the decision was that by ‘ public 
enemy” is meant pirates at sea, or the forces of a 
foreign government at war with the United States. 
Rioters and insurrectionists are classed with: robbers 
and thieves, not among public enemies; and though 
their multitude should’be irresistible, the common car- 
rier is nevertheless chargeable. The hardship which 
such a rule may cause, nay, has caused, in many cases 
might well induce the Legislature to enact a change. 

Suppose the merchandise has been received under 





THE RAILROAD GAZETTE. 


stipulations limiting the company’sliability. This was 
so in two of the cases. The railroad receipt given pro- 
vided that the company should not be liable for loss by 
fire, except, of course, it were caused by negligence 


chargeable to the company; and the goods were) 


burned by the mob. The courts said that accepting 
the receipt containing this stipulation threw upon the 
owner of the goods the duty of proving negligence of 


the company or its servants, causing the fire; and | 


that this must be some substantial neglect of proper 
precautions; an involuntary or technical 
would not warrant holding the company liable on this 
ground, 
refusal of some of the company’s servants to perform 


their duties in running the freight trains, by which | 


the goods were kept delayed at Pittsburgh until the 
mob was provoked to burn them, although 
technically fault imputable to the company, 
was not the sort of negligence which the rule means. 
The counsel for the owners of the goods argued that 
the company, by suffering the goods to be detained, by 
failing to prevent the rioters from obtaining posses- 
sion of them, and by allowing other cars loaded with 
petroleum, which the rioters afterward used in burn- 
ing the property, to tarry in the vicinity, put it in 
their power to destroy the goods; for, if the transpor- 
tation had been duly made, the plaintiff's goods would 
have been far beyond reach before the day of the fire. 
But the Court pronounced against this argument, be- 
cause the evidence showed that the rioters were in 
overwhelming force, and that the company was prac- 
tically disabled from forwarding the goods punctually. 

What effect, if any, is attributable to the fact that 
the riot commenced in a strike of the company’s em- 
ployés? Inan Illinois case the brakemen employed by 
the Pittsburgh, Fort Wayne & Chicago Railway Com- 
pany struck work. They were promptly discharged, 
and other brakemen employed in their places. The 
discharged brakemen then gathered a mob of malcon- 


a 


tents in the neighborhood to assist them, and the whole | 


riotous force broke up the running of trains for seve- 
ral days. A quantity of cheese was by this means de- 
tained, and during the delay a cold snap occurred and 
ruined, For the owner it 


the cheese was frozen and 


was argued that here the damage was caused 
by the misconduct of the company’s brakemen, 
and that the company was responsible that the 
brakemen should perform their duty. The Court 
said that this is true as respects brakemen while 
they are employed, but that the responsibility 
terminates when the men are discharged; after 


that time they stand in the position of strangers. 
If in this case the brakemen had refused to work, and, 
pending negotiations or discussions with them while 
they were continued in their positions, the cheese had 
been frozen, the company could not have excused 
itself by saying that the train could not be run on 
time on account of the difficulty with the brakemen. 
But it was not chargeable with fault in respect to the 
delay which the men caused after they were dis- 
charged. Evenif the Court should be of the opinion 
that the strike was caused by insufticiency of wages, 
and should consider the company remotely in fault for 
not paying the men reasonably, this (as one of the 
‘ases Says), as it does not justify riot on the part of the 


men, so it does not prevent the riot from being an| 


excuse to the company for the delay. 

In respect to mere delay in receiving and forward- 
ing goods, a distinction is taken which may be of value 
toa company. The common law liability for all losses, 
except those caused by the act of God or the public 
enemy, does not attach until the carrier has accepted 
the goods. Prior to that time he is, to be sure, bound 
in a general sense to accept and carry all goods offered; 
but the existence of a riot along the line, although it is 
not an excuse for destruction of the goods if the com- 
pany has taken them in charge, yet it isa defence for 
the refusal to receive them, The evident reason is that 
the refusal leaves the goods in the owner's charge, 
who can himself take such measures for their safety 
as he thinks proper. If, therefore, a traffic agent, 
notified of riotous obstructions to the trains, has suffi- 
cient forethought to refuse to take freight orto forward 
it until the trouble is over, he may thus, at least accord- 
ing to the only case affecting that point, protect the 
company. 

None of the recent decisions involved the question of 
injuries to passengers. Upon this branch the weight 
of past decisions is that a railroad company is charge- 
able with taking every reasonable and practicable pre- 
caution for protection of each passenger from violence 
by his fellow passengers, and still more by employés, 
But for mob violence committed by outsiders—by 
persons whom the railroad corporation has not 
admitted to the cars, but who have burst their way in 
by lawless force—the company is not responsible; this 
is one of the risks which passengers take. Several 


default | 


The interruption of the journey by reason of | 
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| instances of this doctrine have formerly been 


| mentioned in the Railroad Gazette. 


The Cost of Carrying Passengers. 


The efforts sometimes made to calculate the cost of trans 
| portation are often ludicrous, though seriously made. One 
| of the latest is given in the Buffalo Krpress, as follows: 

**Here in New York we have the lowest rates in the coun- 
try—two cents a mile, tut how very high that is compared 
to freight rates! Through freight is carried at about half a 
|cent per mile per ton. It takes 15 people to weigh « tor, 
and it costs, on the cheapest passenger road in the country, 
| the New York Central, 30 cents a mile to haul a ton of peo- 
ple, or 60 times as much as to haul a ton of coarse freight. 
On a 5-cents a mile rcad the passengers are charged 150 
| times as much as the freight. Of course it costs the rail- 
road companies more to transport the passengers than 
the freight, but not 150 times more, and not 60 
times more. Let us put it another way: Eighty passengers 
| can ride inacar, They pay $1.60 on the Central and $4 on 
| the Southern roads per mile for transportation. The ordi- 
| nary load of a freight car is 10 tons. It pays 5 cents for 
| each mile of transportation. It, of course, costs more to 
haul a passenger car at a rapid rate than a freight car at a 
| slow rate, but it does not cost 80 times more, nor even 32 
| times more. If a railroad can make money by transporting 
| freight at half acent per ton per mile—and tbe reports 

prove that it has been done—then they certainly ought to 
| make money by transporting passengers at 1 cent per mile, 
which would be 16 times as much for hauling a loaded pas- 
senger car, the load of which would be only 6 tons, as for 
hauling a freight car with a load of 10 tons.” 


| 

| Charges have to be based not on what a train cun haul, 
| but on what it does haul, or the average load it is able to get. 
| The Express gives 80 as a car-load: the number that can be 
| seated is usually not more than 56 in an ordinary car, 
| weighing at least fifteen tons, and 25 in a parlor or sleeping 
car, weighing 20 to 25 tons. 
be held until there are tickets enough sold to fill a train full. 
They must be run at regular intervals and at several differ - 
ent bours in the day. 


But passenger trains cannot 


There are probably very few pasren- 
ger trains on the New York Central road that have as few 
as four cars, and some have'twelve or fourteen, Doubtless 
most people suppose thata New York Central train car- 


ries on the average two or three hundred passen- 
gers. Now the actual average load in 1578-79 wes 
60.1, and the year before 61.4, and this our examina- 
tion of railroad reports shows to be something above 


the average of American railroads. Now 
ferent phase on the matter at once. The capacity of cars 
has nothing to do with the cost per passenger, it is the train 
| load and not the car-load that is important. Now 
senger train with its small load usually requires the whole 


this puts a dif- 





the pas 


| power of the locomotive about as much as the freight train 
| with its large load, because the passenger train runs faster, 
| and moreover the load of the engine is not the passenger or 
| freight alone, but these plus the cars. Now the New York 
Central’s average weight of cars in a passenger train is esti 
mated in its report as 110 tons, which gives 1% tons of car 
hauled per passenger; but it reports likewise about %!; tons 
of car hauled per ton of freight 
hauled per passenger and 314 tons of car and load hauled 


say 2 tons of car and load 


per ton of freight. With the slower speed of freight trains 
the same engine will probably be able to draw 
two or three times the weight it could’ haul 
at passenger train speed. Thus the _ difference 


between the load imposed by carrying a passenger and 
that by carrying a ton of freight is very different from 
what the Express puts it. If every train went loaded to 
| the full capacity of the cars and engine, it would still cost 
more to carry a passenger than a ton of freight, unless the 
| passenger train were to run very slow. This, however, 
| hardly enters into the calculation of the cost, becanse, as we 
| huve said, itis the average actual load, and not the possible 
| load, that determines, and the average passenger-train load 
|as we have seen, is but a small fraction of the possible 
one. 

The smallness of passenger train-loads is a universal e> - 
| perience, so far as our investigations extend, and they covcr 
| the traffic of France, Belgium and Germany, in two of 
' which countries the average passenger rate is much lower 
| than here, and in which the lowest class is carried for 
| about a cent a_ mile. It a prevailing 
| plaint in Europe that passenger traffic is not protita- 
| ble. In Germany it to be almost universally 
|}admitted that the fully equal the 
of passenger business, and by the government roads as much 
|asby any. There are doubtless numerous exceptions, and 
| these will be found chiefly where peculiar circumstances 
make it possible to secure large average train loads. 
Usually the road that has the heaviest’ passenger traffic is 
compelled to run several trains which do not more than pay 
expenses. It may make large profits on some trains, but 
divided over the whole traffic passenger profits on most 
roads in this country are light. Several roads that divide 
passenger and freight expenses have shown passenger ex- 
penses in excess of the earnings. But if any way can be 
contrived of increasing the average passenger-train loads, 
the rates might be reduced, Withan average of 100—not 
quite two cars full—probably a charge of 1}¢ cents a mile in 
New York would pay, but no country in the world that we 
know of has such an average train load. 
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Average Train-Loads. 





Average train-loads have been the subject of a good deal 
of investigation and discussion in these columns for some 
years past; and in an article on ‘Erie Traffic and Expenses” 
two weeks ago, we compared the average freight-train loads 
of several leading railroads. A gentleman familiar with the 
business of the Pittsburgh, Fort Wayne & Chicago Railway 
has written to us that the train-load given in this article for 
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that road in 1879 (120.1 tons) is much too small, but that it 
was actually 164.5 tons. But in this connection he 
says ‘‘ of course this excludes empty mileage.” This leads 
us to fear that others also may have mistaken the meaning 
of the ‘‘ average train-load,” as we give it. We ascertain it 
for freight trains by dividing the total tonnage mileage by 
the total freight-train mileage, so that a freight train carry- 
ing 800 tons over the whole length of a road in one direction 
and returning entirely empty gives an average load of 150 
tons. This is the actual average load, Of course it depends 
upon many things besides the power of locomotives and 
the grades and condition of roads; one of the chief elements 
being the evenness of freight in the two directions, and another 
the proportion of through freight. In these and almost all 
other comparisons of results attained on different railroads, 
it will not do to draw conclusions as to the economy or skill 
practiced without a pretty intimate knowledge of all the cir- 
cumstances, A road with even traffic in both directions has 
an advantage quite similar to that of a road without 
grades or curves. Either may be worked at a low cost per 
unit of traffic without any particular credit to its 
managers, and a road in the best condition, with the most 
powerful and economical motive power and the greatest skill 
in superintendence, may show much lighter average loads and 
higher cost per ton and per passenger per mile, because 
nearly all its traffic is in one direction, or on unfavoi- 
able grades. But we shou'd not on this account 
conclude that the compari ons of train-loads are value- 
less. They are not of th-mselves a sufficient criterion, but 
they are one of the c!cinents, and a principal one, from 
which we can judge. Whea we find that a road has an un- 
ustally light or unusually heavy averege train-load, we are 
led to inquire the cause. Grades and balance of traftic 
may account for part or the whole of it, and again they 
may not, and we may fi d it in effective or ineffective 
motive power, skill or lack of skill in conducting transpor- 
tation. And frequently the comparison of average train- 
loads on the same road in different years is mors significant 
than different roads. Here the balance of traftic 
may change greatly, or the method of conducting transpor- 
tation may immensely change the average loads. A strik- 
ing example is that which we have often referred to—the 
recent practice of carrying anthracite coal west in grain 
cars instead of coal 


on 


cars. On the average there are about 
four tons of freight hauled east to one hauled west on the 
trupk lines. But, in spite of this, a few years ago (and still 
to soine extent) whole trains were sent east empty. Anthra- 
cite coal was delivered in coal cars by the coal roads to such 
lines as the Philodelphia & Erie and the Erie, and by them 
hauled to 
dumped, 


Butfalo or Erie, where they were generally 
and = the hauled back empty because 
there (and is) considerable east-bound freight 
fit to be carried in coal cars. Now to a very great extent 
the box cars which have carried freight from the west to 
New York or Philadelphia, for only a small part of which 
west-bound freights can be obtained at those cities, are sent 
first to the coal mines near by and loaded with *val, and 
then hauled west loaded. A further effect of this 
practice is to cause a very considerable portion of the ship- 
of anthracite to the West to go through by 
rail, instead of being unloaded at Buffaloor Erie and for- 
warded by lake vessels, which usually get from 25 to 50 
cents a ton for carrying this freight to Chicago. The roads 
west of Buffalo must take the cars back at all events, and 
they can better afford to take them with the coal in them 
for a very small rate than to take them empty for nothing. 
In this way, with the same roads and precisely the same 
motive power, average train-loads may be increased greatly, 
and this change has doubtless had much to do with 
the striking increase of late years on the Michigan Central 
and the Lake Shore, as well as on roads further east. In 
this case it was due to an improvement in management, and 
could never have been explained by investigating the mo- 
tive power or the grades and curves of the roads, or even 
the amount of tratlic in the two directions. 
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Grain Exports. 


For the eleven months from Jan. 1 to Dec. 4 the exports 
of flour, wheat and corn from New York, Baltimore, Phila- 
delphia ard Chicago have been, flour in barrels and grain in 
bushels: 











Flour: 1880. 1879. Inc. or Dee. Ve. 
New York 3,755,530 3,084,055 dD. 228,525 5. 
Boston.... ... 981,61) 709,473 I, 272,138 38.4 
Philadelphia 252,035 144,892 I. 107,143 74.0 
Baltimore.... .. 455,595 409,592 =I, 46,008 11.3 

Total. 5.444,771 5,248,012 I. 196,750 3.7 
Wheat: 
New York..... 59,094,860 60,442,178 D. 1,547,318 c.3 
Boston ... .... 3,051,412 4,528,661 D. 1,476,649 32.6 
Philadelphia... 10,656,626 16,603,860 D. 5,947,240 35.8 
Baltimore...... 30,839,619 40,462,908 I. 376.711 1.2 
Total....... 103,642,517 112,037,607 D. 8,395,090 7.5 
Jorn: 
New York, .... 48,548,522 33,652,888 I. 14,895,634 442 
Boston.... .... 10,876,747 6,394,121 I. 4,482,626 70.1 
Philadelphia ... 15,576,684 13.508,942 1. 2,267,742 17.0 
Baltimore. . 14,062,970 = 19,507,065 D. 5,444,095 27.9 
WEE. Seoek: 89,064,923 72,865,016 I. 16,201,907 22.2 


New York has always had a mucb larger proportion of 
the flour than of the other exports, but this year, though 
there isa small gain in the total flour exports of the four 
ports, there is a decrease at New York, more than balanced 
by a very large increase at Boston, which always has had a 
larger share of the flour trade than any other 
port except New York. The flour business of the 
other two ports, though it has grown, is still 
insignificant. The two together exportéd but 13 per 
cent, of the whole this year and 10,6 last Year. Boston this 
year has exported 18-per cent. of the whole—much more 





than of any grain. As to wheat and corn, it appears 
that there has been a decrease of 7.5 per cent. in the 
aggregate exports of wheat, and a decrease every- 
where except at Baltimore, where there has been 
a slight increase; while exactly the contrary _ is 
true of corn—namely, an increase (22.2 per cent.) in the 
aggregate, and an increase everywhere except Baltimore, 
where there is a large decrease (27.9 per cent.). New York’s 
wheat exports are nearly the same as last year; its corn ex- 
ports nearly 16,000,000 bushels, or 44.2 per cent., greater. 
The gain at Boston has been no less than 70 percent. Below 
the percentage of the total exports of each staple from each 
port is given for both years : 





-Wheat Corn, 
9, 1880. 1879. 1889. 1879. 
New York.. ; 57.0 54.0 54.6 46.2 
PIOMROTE. .0000sc80s 3.0 4.0 12.1 8.8 
Philadelphia r 10.3 14.8 17.5 183 
Baltimore.............. é 20.7 27.2 15.8 26.7 
Gs ee 00 wéinse 100.0 100.0 100.0 100.0 100.0 100.0 


Taking the cities in pairs, we have the following as their 
percentages in the two years: 


—--Flour,-- -Wheat., Corn 
1880. =I87). 1880. 1879. LASO. 187. 
New York and Boston... 87.0 89.4 60.0 58.0 66.7 55.0 
Philadelphia and Balti- 
DD. « si p5tesrecretss 13.0 10.6 40.0 42.0 33.3 45.0 


In everything except flour, then (which is but one-eighth 
of the whole in equivalent bushels, and but about one- 
eleventh in weight) the two northern cities have gained. 
Reducing flour to wheat, on the conventional basis of five 
bushels to the barrel, we have the exports of the four cities 
for the eleven months : 


1880. 187. Inc. or Dec. Ple 

New York, .... 126,421,082 114,015,541 1. 12,405,691 10.9 
ESL. sheen 18,836,214 14,470,147 1. 4,366,067 30.2 
Philadelphia....... 27,493,485 30,687 262 D, 3,143,777 10.3 
Baltimore .. 47,180,584 = 52,017,953 DP. 4,837,369 9.3 
Total.... 219,931,295 211,140,683 1. 8.790.612 4.2 


The total gain of 8,790,000 bushels is made up of a gain 
of 16,770,000 bushels at the two northern ports and a loss of 
7,980,000 at the two southern ones. 

Just contrary to what was the case only a few 
years ago, Baltimore seems to depend chiefly the 
wheat trattic, while the cornis commanded toa much greater 
extent than formerly by New York and Boston. This, we 
imagine, is largely Gue to the revolution in agriculture in the 
Ohio valley that we have heretc fore mentioned, namely, the 
increased production of winter wheat of late years, ‘This has 
not been effected without devoting to wheat land that would 
otherwise have been cultivated in other crops, and esyx cially 
in corp, which was (and still remains) the great crop of the 
Ohio valley. The farmers who have more wheat to sell, 
have generally less corm to sell, and it is from this valley 
that Baltimore chiefly and Philadelphia largely draw the 
grain they receive and export; thus the coincidence of an 
increase in Wheat and a decrease ia corn at those ports is 
explained. 


on 


Employes and Earnings on Illinois Railroads. 


From the returns of railroads to the Illinois Railroad 
Commission, waich includes the average number of employé: 
during the year—information not usually attainable—we 
are able to give the following statement of number of em- 
ployés per mile of road, and amount of gross and net earn- 
ings per employé, on a large number of roads ; 


KARNINGS PER 








NO, EMPLOYES. EMPLOYE, 
——- ———- ———. - —— KARNINGS ——— ——— 
Total.! Per Per loco- per mite. Gross.’ Net. 
mile, motive. 
Chicago & North- 

western.... a 57° 5.0 6.7 $°,910 $1,069 
Chicago & Grand 

SE cab y's<60s bak 1.238 3.8 22.1 751 118 
Chic., Burl. & 

~ gag Terre mF 30.8 1,427 727 
Chic., Mil. & St. 

BOM > o0ss0 corse cle! BS B15 1,057 466 
Chic., Rock [. & 

Pacific.... ........ 6,742! 5.5 4.7 9.652 1,762 850 
Illinois Central...... 3,777 2.9 17.7 5.668 1,944 915 
Lake Shore & Mich. 

Southern....... 9,292 7.9 18.8 14,938 1,805 859 
Michigan Central.. 5,052 6.3 23.1 10,612 1,689 63% 
Wabash, St. L. & | 

rr vr 8,064 4.7 27.4 5,827 | 1,250 41°2 


We are not always sure, in these reports, of the data. 
The mileage given in some cases may be that owned simply, 
and not the whole mileage worked and on which the whole 
force is employed. And in some cases income other than 
that from transportation may be included in gross and net 
earnings. 

It will be noticed that the number of employés per loco- 
motive varies less than the number per mile of road, which 
was to be expected. Still, the number per locomotive varies 
from 17.7 (Lllinois Central) to 31.5 (Chicago, Milwaukee & 
St. Paul). A further cause of error is that usually the rouds 
report the mileage at the close of the year, while the report 
requires the average number of employés during the year. 
Of course we should have the average mileage ard number 
of locomotives worked during the year, and in the case of 
companies that have largely ‘nereased their mileage and 
stock of locomotives during the year, this will result in a 
considerable error. 

Neither is it certain that the companies have not included 
in some cases the number of employés engaged in construc- 
tion, which would make them useless for comparing their 
service in operating the road and creating earnings and 
profits. 

The gross earnings per employé, according to the figures 
as they come to us, vary from #751 on the Chicago & Grand 
Trunk to 81,944 on the Illinois Central. Gener- 
ally they vary somewhat with thea gross earnings 





per mile; but the Iilinois Central has light earn- 
ings per mile, and yet the largest earnings per passenger. 
The net earnings per employé are largest on the Northwest- 
ern and smallest on the Chicago & Grand Trunk, which was: 
not fairly open except for two or three months of the year. 
Excluding this, the smallest earnings per employé are on the 
Wabash, which was such a variable property during the 
year—adding several new lines and having its service to re- 
organize—that its averages cannot be looked upon as a suf- 
ficient criterion of its position, The only roads in the list, in 

deed, which did not change their mileage materially during 
the year are the Rock Island, the Illinois Ceutral, the Lake 
Shore and the Michigan Central. 


Record of New Railroad Construction. 


This number of the Railroad Gazette contains informa- 
tios of the laving of track on new railroads as follows: 

Carson d& Colorado.—Track laid from Carson, Nev., east- 
ward to New Jerusalem, 20 miles, 

Southern Pacific. —Extended from Rio Mimbres, N. M., 
east 23 miles. 

Missouri Pacifie.—The Lexington & Southern Branch is 
extended from Harrisonville, Mo , north to Pleasant Hill, 10 
miles; also from Butler, Mo., south to Nevada, 30 miles. 

New York d& New Engiand.—Extended wastward to Dan 
bury, Conn., 15 miles, 

Denver & Rio Grande.—The Leadville d& Ten Mile line is 
completed from Leadville, Col., to Robinson, 15 miles. The 
Silver Cliff line has track laid from Caton City, Col., west 
10 miles. The San Juan Division is extended from Los 
Pinos, Col., west to Alta, 19 miles. The New Mexico Division 
isextended trom Servilleta, N. M., south to Hmbuda, 28 
miles. The Gunnison Branch extended to Poncho Springs, 
Col., 3 miles. Gauge, 3 feet. 

Oakdale.—Cow} leted from Oakdale Farnace, Tenn.. west 
to the Cincinnati Southern, near Hunnicutt, 7 niles. 
3 feet. 

Tewas d& Pacifice.--Extended from Eastland, Tex., west to 
Baird, 35 miles. 

This is a total of 215 miles of new railroad, making 5,83 
iniles thus far this year, against 3,504 miles reported at the 
some time in IS7Y, 2,248 miles in 1878, 1,004 miles in IS77, 
2,283 miles in 1876, 1,264 miles in 1875, 1,808 miles in 1874, 
3,606 miles in 1878 and 7,065 miles in 1872, 


Gauge, 


Thue New York, Lake Ente & Western Rerorr has 
been published in full during the past week, and we present 
ou another page a summary of the prineipal features which 
have not already been considered in connection with the 
reports of gross earnings, expenses and traffic that had been 
The chief add- 
tions are the earnings and expenses of the several subsidiary 


made public in advance of the full report, 


enterprises, such as the ferries, elevators, etc., which most 
companies would include with the other business of the 
company, and the details of equipment and of the expendi- 
tures for construction during the year, 
crease in equipment that this company has secured within 
two years is for the most part not owned by it, but leased 
with a contract to purchase on long time, About 000 
freight cars have been added to its stock in that time, nearly 
doubling it. The cars and engines so contracted for (includ- 
ing some not yet supplied) will cost about $5,100,000, on 
which the company pays interest until it has paid off the 
priucipal, which it does by installments, until when the title 
to the rolling stock will be in the Car Trusts. The amount paid 
on account of principal wis »160,645 in 1878-79, and #621, 
010 in 1879-80 ; and duriug the current fiscal year it will 
be about $950,000, Of course the necessity of paying in- 
terest on so large a share of its rolling stock, which most 
railroads own, reduces the surplus available for dividends ; 


The enormous in 


and so does the payment of installments of the principal; but 
it cannot be avoided without issuing bonds to pay for the 
rolling stock, and this could not have been done to advan 
tage at the time the rolling stock was obtained, 
the company’s debt is already very heavy, for it owns little 
more than one-half (530 miles) of the 1,009); 
of road it works, and a road with a debt of $126,745 per 
mile ought to be fuliy equipped without incurring more 
debt. The New York Central, with an enormous equipment 
owned, has a debt of about $53,780 per mile owned, 

The surplus of the year was wholly devoted to paying for 


Moreover, 


miles 


additions to the property, but this policy has been disap 
proved by some of the holders of preferred stock, who claim 
that they are entitled to their 6 per cent, dividends when- 
ever there is a surplus sufficient to pay them—that is, a suffi- 
cient excess of carniugs over working expenses, rentals and 
interest. A large part of the report of President Jewett, 
which we copy, is devoted to discussing the question of the 
rightful claims of the preferred stock. It is impossible to 
believe that any one supposed when the plan of reorganiza- 
tion was formed that the preferred stock would have any such 
rights as some of the holders now claim ; otherwise the 
bondbolders who funded their coupons went without their 
interest in order that these shareholders might receive divi- 
dends. 

Since the report has been published another claim has been 
put forward which appears more reasonable. This is on the 
part of the holders of the income bonds, which were issued 
to the amount of $508,000 in payment of assessments on the 
stock. On these interest is payable “at the rate of 6 per 
cent. per annum, or at such lesser rate for any fiscal year as 
the net earnings of the company for that year, as «de clared 
by the board of directors and applicable for that purpose, 
shall be sufficient to satisfy.” The road property of 
the stockholders, and money expended in improving 
adds to the property which they own, This is not the caso 
with hondholderr, One coupon of the incom 


12 the 
the road 


bonds mas 
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tured Dee. 1, but it bas not been paid, though orly about 
$15,000—less than 1 per cent. of the surp)u.—would be re- 
quired to pay it. Much depends on the terms of the mort- 
gage, and doubtless the company has a reason for its course, 
though we have not seen any published. 





known, has the right under the original charters to buy the 
works of the United New Jersey Railroad & Canal Company 
a few years hence at an appraised valuation. The time 
named was 80 years from the grant of the charters, but 
subsequent legislative acts have extended it in the case of 
the former Camden & Amboy road and the Delaware & 
Raritan Canal until 1888, and of the New Jersey Railroad 
until 1889. This rightis not affected by tke lease of the 
company’s property to the Pennsylvania Railroad Company, 
for, in the acts authorizing and validating the lease, it was 
expressly stipulated that nothing in the acts or in the lease 
should be held to change in any way the relations of the 
company to the state, or the rights of the state in regard to 
the roads. Some attention has been called to the matter of 
late in New Jersey, and ulready there is a slight’ discussion 
as to the policy of the state in the matter. Probably this 
will increase as the time draws nearer, and it may become 
a leading question in state politics; at any rate, sulflicient 
public attention will be called to it to prevent the 
passage of any act extending the time  witb- 
out full discussion, Should the legislature finally 
decide upon the purchase of the roads it would not affect 
the rights of bondholders. It is held, we believe, by the 
few lawyers who have given any attention to the subject, 
that, the bonds of the company having been issued by the 
express or implied authority of the state, in case of a pur- 
chase the state would have to take the property subject to 
their lien ; but the stockholders would have to be content 
with the amount by which the appraised value might exceed 
the obligations of the companies. The purchase of the 
roads is bardly a live question just yet, however, but some 
peuple bave begun to think about i‘, and it wili call out a 
good deal of discussion in the uext few years. 


CONGRESSIONAL RAILROAD REGULATION is proposed by 
Mr. MeCoid, of Lowa, by a bill introduced last Monday, in a 
peculiar manner. He does not propose (at least not immedi- 
ately or by this bill) to limit the rates of the railroads, but 
requires that, by the Ist of Mareh next, they shall prepare 
schedules themselves, which shall give one uniform charge 
for loading and unloading, and one rate per mile for hauling 
a car, which rates shall not be deviated from under any cir- 
cumstances, Thus the freight on acar load of corn from 
Kansas City to New York would be the same as 

‘the freight on a car-load of silk or other first- 
class merchandise from New York to Kansas City. 
It is a pity that such a law could not be tried 
for a year without ruining a large proportion 
of the people, especially Western farmers’; for its 
operation would certainly teach some fuindamental 
principles of transportation that otherwise seem likely never 
to become generally known. It would be about equivalent 
to an ocean of fire between the East and the West, through 
which nothing but the most valuable goods could pass. The 
lowest rates now are the lowest, not because railroad men 
have any particular affection for the go015 carried at those 
rates, but precisely because those goods will not move by rail 
at a higher rate. If the road gets part of its 
income from goods that can «fford to pay higher rates, 
the other freights are relieved of part of the burden that 
otherwise they would have to bear, And on the other hand, 
if an Eastern road gets part of its income from Western 
freight carried at low rates, th» Eastern producer, thougb 
paying higher rates, stil) pays less than he would have to if 
there were no one else to help support bis road. 

NoVEMBER EARNINGS, so far as reported, are very satis- 
factory, considering that they were large last year. The 
Commercial and Financial Chronicle's hst, which includes 
49 roads, 15 of which, however, as yet had reported only 
fur three weeks of the month, shows an incresso of 20 per 
cent. in earnings and of but 16.3 per cent. in mileage, result- 
ing in an increase of nearly 8 per cent. in earuings per mile 
of road. The figures may bo considerably changed wen 
the fuller returns come in from whic we make our 
monthly table; tho reports of tie Pennsylvania and 
the Philadelphia & Reading are not yet made, and their 
earnings are so iarge a proportion of the whole that they 
have considerable effect on the totals and averages. The 
roads that bave a large trunk-line tratlic, that have so far re- 
ported for Nov mber, with their percentiges of increase over 
last yer, are : New York Central, 8.8 ; Grand Trunk, 7.7 ; 
Great Western, 7.6 ; Cleveland, Columbus, Cincinnati & In- 
dianapolis, 15.8 ; Civcinnati & Springfield, 22.4. The war- 
ring Chicagu roads seem to thrive on fishting, the Ch’cago & 
Alton showing an increase of 18.3, and the Hannibal & St. 
Joseph one of 5.5 per cent., while the Wabash, with an in- 
crease of 11 per cent. in mileage, bas an increas» of 23.3 per 
cent. inearnings. The LAKE Erie & Western was not open 
through last year, and its increase of 80 per cent. in earnings 
is entirely without significance so far as this matter is con- 
cerned, 





Tur Crrcaco, MILWAUKEE & St. PavL, by its construc- 
tion cf the extension of the Chicago & Pacific, which it 
bought last spring, to Lanark, makas itself a Chicag> road 
to an extent which alters materially its position. It now 
has « line directly across Northern Illinois to the Mississippi 
of the same length as the Chicago & Norshwestern’s line to 
Clinton. It has, too, a line 191 miles long from Chicago to 
Rock Island, while by the Rock Island road the distance is 


181 miles. In connection with its Dubuque Division (late 
Chicago, Clinton, Dubuque & Minnesota Railroad) it has a 
line 179 miles long from Chicago to Dubuque, which is 
shorter than any other, the Illinois Central in connection 
with the Northwestern being 190, and in connection with 
the Chicago & Iowa 201 miles. And in connection with its 
Sabula, Ackley & Dakota line it has a line from Chicago to 
Cedar Rapids 229 miles long, and only 10 miles longer 
than by the Northwestern, Heretofore this company has 
had a very indirect outlet to Chicago for all those parts of 
its system which are south of the latitude of Dubuque, 
which are precisely those paris which deal chiefly with 
Chicago and very little with Milwaukee. This short route 
is now secured, and the result should be to meke a few hun- 
dred miles of its roads (part of which, however, it has not 
owned long), much more valuable than they have ever been 
before. 


Tue CaNnaL GRAIN BuSINEss has this year been larger than 
ever before. For four successive years the deliveries at 
New York have been, in bushels: 

1877. 1878. 1879. 1880, 
48 024,600 63,377,000 56,932,500 72,291,350 

‘The increase over 1879 is 27 per cent. and the season was 
a little longer. It opened 18 days earlier but closed 10 days 
earlier. The arrivals, it appears, were 50 per cent. greater 
than in 1877. During the time of canal receipts this year, 
New York received about 54,000,000 bushels of grain by 
rail, or five-sixths as much as by canal. For the whole sea- 
son down to the end of November 54.4 per cent. of the 
totul New York receipts were by rail, 43.1 per cent. by canal, 
and 2.5 per cent. by coasting vessels. During the canal sea- 
son the total receipts of grain at all ports were about 215,- 
000,006, so that the canal brought one-third of the whole 
amount, the railroads to New York one-quarter, and of the 
balance of 88,000,000 bushels, nearly 12,000,000 arrived at 
Montreal! by the St. Lawrence River, and the 10,000,000 of 
receipts at New Orleans in that time were probably nearly 
ull by water. This leaves 66 millions of bushels carried by 
rail to Montreal, Portland, Boston, Philadelphia and Balti- 
more, while 54,000,000 bushels were carried by rail to New 
York. 


THE PACKING.SEASON opens actively. During the first 
month, November, 2,430,920 hogs are reported to have been 
packed, against 2,047,830 last year—an increase of 19 per 
cent. Chicago gains 42 per cent; and has packed 43.8 per 
cent. of the whole, against 36.5 per cent. last. Cincinnati 
stands next, but with a great interval, it having packed but 
10,3 per cent. of the whole, The provision shipments from 
Chicago are less than last?year by about 16 per cent. and 
provision exports by 2.4 per cent. 

© 


General QMailroad DVews. 


MEETINGS AND ANNOUNCEMENTS. 


Meetings 

Meetings will be held as follows : 

New York, Onturio d Western, annual meeting, at the 
otlice, No, 20 Nussau street, New York, Jan. 19, at noon. 
Transfer books close Jan. 1. 

Connecticut River, annual meeting, at the oflice in Spring- 
fleld, Mass., Jan. 19, at noon. 

Cleveland d Pittsburgh, annual meeting, at the office in 
Cleveland, O., Jan. 5, 

Chicugo, Burlington d& Quincy, special meeting, in 
Chicago, Dee 28, at 1l a. m., * to consider and act upon the 
propositions to consolidate, by purchase or otherwise, the 
stock, property nd franch ses of the Kansas City, St. 
Joseph & Council Bluffs Railroad Company, Hastings & 
Avoca Kailroad Company, Moulton & Albia Railroad Com 
pany, Red Oak & Atiantic Railroad Company, Chillicotue 
& Chariton Railroad Company, Keokuk & St. Paul Riilroad 
Company and the Madison & Keokuk Railroad Company, 
and of such other branch road companies as the meeting 
may deem it proper to include, with and into those of tins 
company, and to determine whether the directors shall he 
authorized for this and other purposes, from time to time as 
they shall deem proper, to increase the capital stock of the 
company to the extent of the cost of the road, and to dispose 
of the same in such manner as they may see fit.” 


Dividends 

Dividends has been declared as follows : 

Keokuk a& Des Moines (leased to Chicago, Rock Island & 
Pacific), 1°4 per cent. on the preferred stock, payable Dec. 
23. This is the first dividend. 

Fitchburg. 3% per cent, semi-annual, payable Jan. 1, 

; Providence & Worcester, 3 per cent., semi-annual, payable 
Jan. 1. 

Richmond & Danville, 3 per cent., semi-annual. 

Northern Ceitr il, 244 per cent. from the earnings of the 
year 188), payable Jan. 10. This is the first dividend since 
1876, when one of 8 per cent. was paid. 

Chicago, St. Paul, Minneapolis & Omaha, 1% per cent. 
on the preferred stock, payable Jan. 2). This is the first 
dividend. 

Holyoke & West/ield (leased to New Haven & Northamp- 
ton), 244 per cent. from the earnings of the year ending 
Sept. 80 last. 

Georgi +, 34¢ per cent, semi-annual, The last dividend was 
3 per cent. 

Worcester & Nashua, 11¢ per cent., payable Jan. 1. This 
is the fiist dividend since 1876. 

Boston, Revere Beach & Lynn, 8 per cant., sem!-annual, 
payable Jan. 1. 

Lehigh Valley, 1 per cent., quarterly, payable Jan. 15. 


Foreclosure Sales. 

The Flushing, North Side d& Central road was sold under 
foreclo ure of mortgage Dec. 11, and bought iu fer account 
of the bondholders, ‘The road was formed by the consolida- 
tion of the Flushing & North Shore and the Central, of 
Long Island, avd hus been for several years worked by the 
Long Island Raijroad Company. It inciuced a main line 
frum Hunter’s Point, N. Y., to Babylon, 24 miles, and 15 
miles of branches. The total funded debt was $2,642,000, 
consisting of separate mortzages on variou; sections of the 





road. Some of these sectional mortgages are in process of 
foreclosure separately. 

The Washington City, Virginia Midland d& Great South- 
ern road will be sold at foreclosure sale in Alexandria, Va., 











Dec. 20, The sale wi!l include the entire road, 346 miles in 
all, subject to the lease of the section from Strasburg to 
Harrisonburg to the Baltimore & Ohio Company ; the pur- 
chaser will aiso be required to assume contracts made with 
the Charlcttesville & ge = aud the Franklin & Pittsyl- 
vania companies, and all liabilities of the Receiver. ‘ihe 
terms are cash for a sum equal to all obligations secured by 
deeds of trust, except those secured by the mortgage of May 
1, 1873, the sum of $200,0C0 to be paid at the time of sale, 
the rest on confirmation of the sale; the balance of the pur- 
chase mouey a credit of one, two and three years, with in- 
terest 


Cleveland, Columbus, Cincinnati & Indianapolis 
Mutual insurance Association. 

At the annual meeting of this Association in Galion, O., 
Dec. 8. reperts were pre-ented showing the society to be in 
u prosperous condition, with 1,183 members on the roll, a 
net gain of 11 during the year. The receipts on current 
expense account were $919.46; payments, $705 35, leavirg 
a balance of $214.11. During the year $15,788 were paid 
out on 11 assessments for death and four for disalility. The 
total amount paid on assessments since the first organization 
has been $186,0E6, 

The books were reported correct. Half assessments were 
ordered tor two membrrs, each of whom had lost a hand, 
and the usual business transacted. 


ELECTIONS ANU APPOINTMENTS. 

American Electrical Society —At the annual meeting in 
Chicugo, Dec, 8, the followivg officers were elected: Presi- 
dent, General Anson Stager, New York; Vice Presidents, C. 
H, Harkins, Milwaukce ; R. C. Clowry, Chicago; E. P. 
Wrigbt, Cleveland; O. H. Booth,’ Mansfielu, O.; Ff. L. Pope, 
New York ; Elisha Gray, Chicago; F. H. ‘tubbs, Chicago ; 
Corresponding Secretary, F. W. Joues, New York ; Record- 
ing Secretary, C. 8. Jon s, Chicago; Treasurer, E. B. 
Chandler, Chicago ; Librarian, C. H. Wilson, Chicago ; Exe- 
cutive Committee, C. H. Summers, J. J. 8S. Wilson, H. C. 
Maynard, M. G. Kellogg, J. P. Barrett, Ch'cago ; Dire *tors, 
©, O. Kowe, Pittsburgh; L. B. Firman, Chicago; 8. D. Field, 
San Franciseo; J. F. Wallic’, Lodianapolis; G. A. Hamilton, 
New York; C. W. Ross, Columbus, O.; W. W. Ketchner, 
Springfield, I].; H. H. Matlock, Davenport, la.: J. Chester 
Wilson, Altoona, Pa.; N. Hucker, Buffalo, N. Y.: W. K. 
Morley, Bloomington, I[ll.; C. C. Reed, Jackson, Mich.; C. 
G, Merriweather, Mobile, Ala.; S. C. Mason, Moberly, \io.; 
W. W. Smith, Iodianapolis. 


Baltimore & Ohio.—-Mr. Thomas Fitzgerald has been ap- 
pointed Supervisor of Trains of the Central Ohio Division, 
Mr. F. M. Mantz is appointed Supervisor of the Valley 
Branch, in place of Mr. Fitzgerald. Mr. J. A, Hilleary 
suceeecs Mr, Mantz es Depot Master at Camden Station, 
Baltimore, and Mr. L. Watkins, long a conductor on the 
road, takes Mr. Hilleary’s late pcsition as Night Depot Ma:t_r 
at Camden Station. 


Boston, Clinton, Fitchburg & New Bedford.—At the 
a”nual meeting in South Framingham, Mass., Dec. 7, the 
following directors were chosen: Harrison Bliss. Charles 
3urleigh, W. W. Crapo, C. F. Crocker. Lyman Nicho!s, W. 
J. Rotch, John E. Sanford, Eugene V. R. Thayer, Nathaniel 
rhoyer, Jr., W. B. Wood. ‘The road is leased to the O.d 
Colony. 


Boston & Maine.—At the annual meeting in Lawrenc>, 
Dee. 8, the following directors were chosen: Sande! E. 
S ring, Portland, Me. ; Nathaniel W. Farwell, Lowiston, Me. ; 
Awos Paul, South Newmuirket, N. H; Wa. S. Scsvens 
Dever, N. H.; James R. Nichols, Haverhill, Miss.; Natha vist 
G. White, Lawrence, Mass.; Nathaniel J. Bradiee, G-orge 
C. Lord, John F, Osgood, Boston. There is no chanze from 
the late board, 


Chicago d& Alton.—Mr, C. H. Chappell, for some time past 
Assistant General Superint:ndent, nas been appcinted Gen- 
eral Superintendent. The offive of Assistant General Su- 
perintendent is abolished. There has been no General 
Superintendent of the voad since Mr. MeMuilin wrs made 
General Manager. Mr. Coappell is av old Coicago, Burling- 
ton & Quincy man, aud was for some time on their 1oads— 
lately tne Missouri, Kansas & Texas and the Wabash 


Chicago, Milwau'ee d& St. Paul.—Mr. J. C. Boyden has 
been appointed Gsneral Northwestern Freight Agent, with 
ofiive in St. Paul, Minn. He was recently Assistant Traffic 
Manager of the Chicago, St. Paul, Minneapolis & Omaha 
sine, 

Cincinnati, Wabssh & Michigan.—Mr. O. W. Lamport 
has been appointed Superiutendent, with office at Wabash, 
Ind. He has been on the Lake Shore road 


Cleveland, Columbus, Cincinnati & Indianapolis Mutual 
Insurance Association.—At the annual meeting in Galion, 
O., Dec. 8, the following officers were chosen: President, 
Robert Blee: Vice-Presidents, C. C. Gale, C. C. Potter; 
General Secretary, George W. Burt; Treasurer, T. J. Hig- 
gins. The only new officer is Mr. Higgins, who replaces 8. 
bb. Jackson, who has left the road. 


Connotton Valley.—At a meeting held in Canton, O., Dec. 
1, the following directors were chosen: Wm. A. Lynch, A. 
B. Proal, T 8. shiery, L. R. Tressell, John G. Yost, Canton, 
O.; J. H, Tayler, Carroliton, O.; Samuel Allen. Tell Roy, 
(..; Samuel Watts, Thomaston, Me.; Wm. J. Ro'ch, New 
Bedford, Mass.; Liberty Bigelow, Albert W. Nickerson, 
Joseph B. Thomas, Cyrus Wakefield, Boston. 


Delaware & Hudson Canal Co.—Mr. D. M. Kerdrick has 
been appointed General Passenger and Ticket Agent. He 
was recently General Ticket Agent of the Indianapolis & 
St. Louis road. 


Dorchester & Delaware.—At the annual meeting recently 
the following were chosen: President, John Webster, New 
Market, Md.; Directors, John W. Brown, R. G. Ellegood, 
James Gore, C, W. Jefferson. E. W. Lecomp'e, Georze J. 
Meekins, John W. Wright, Nichols Wiight. Messrs. How- 
ard B. Ensign and E. R Toslin are state directors. The 
board elected George J. Meekins Treasurer. 


Kustern.—At the annual meeting in Boston, Dec. 8, the 
following directors were chosen: By the holders of debt- 
certificates, Joun Cummings, Woburn, Mass.; George P. 
King, Richard Olney, E. B. Phillips, Alfred P. Rockwell, 
Boston; George S. Morison, New York. By the stockholders, 
Stephen J. Young, Brunswick, Me.; Jacob C. Rogers, Pea- 
body, Mass.; Wim, B. Bacon, Boston. ‘The board after- 
wards re-elected E. B. Phil'ips, President; E. C. Perkins, 
Clerk; N. G, Chapin, Treasurer. 


Frankfort, Georgetown d& Prris.—This company his 
elected the following offizers: President, D. W. Lind:ay, 
Paris, Ky.: Secretary, H. I. Todd, Georgetown, Ky.; 
Treasurer, Grant Green, Frankfort, Ky. The road is nué 
yet built. 

Galveston, Houston & Henderson.—Mr. 8. M. Miller has 
been appointed Traveling Passenger Agent. He was form 
erly with the International & Great Northern road. 
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Hurtford & Connecticut Valley.—At the annual meeting 
in Hartford, Conn., Dec. 14, the following directors were 
chosen ; Samuel Babcock, Timotny M. Allyn, Charles T. 
H Ilyer, Chester W. Chapin, Richard D. Hubbard, Charles 
M. Beacn, Franklin Caamberlain, Daniel C. Spencer. 


Illinois Central.—Mr. E. M. Horton has been appointed 
Car Acccuntant, in place of Mr, A. W. Briggs, resigned. 


Munhattan Evevated.—Mr. E. B. Wetmore has been ap- 
pointed Train-master of the Eastern Division, and Mr. H. A. 
Hurlbut Train-master of the Western Division. Both have 
been some time on the road as dis atchers. Mr. W. T. 
Goundie has veen appointed Road Foreman of Engines. 


Memphis & Little Rock.—Mr. Wm. E. Smith has been ap- 
poiuted Genera) Manager in place of Mr. James Harrington, 
resigned. Mr. Harrington suceseded Mr. Rudolph Fink as 
General Mauager only a few months ago. 


Missouri, Kansas d Tec ts.—Mr. J. M. Eddy hag been ap- 
pointed Superintendent of Construction of the extensions of 
this road in Texas. His headquarters will be at Ft. Worth, 
Tex. Mr. Eddy has been for several years General Agent of 
the Atchinson, Topeka & Santa Fe in Chicago, but is an old 
engineer. 


Missouri Pacific.—Mr. M. B. Williams has been appointed 
As istant General Freight Agent. He has been for several 
years Chief Clerk of the Freight Department. 


New England Lailway Publishing Co.—This company, 
yublisher of the Pa/hfinder railruad guides, issued the fol- 
loeian circular under date of Dec. 15: 

“Mr. Geo. S. Chase having tendered his resignation as 
Manazer, Secretary and Treasurer of this company, and the 
same having been accepted to take effect Dec. 31, 1880, Mr. 
Geo. A. Schaffer, formerly General Ticket Agent. of the 
North Pennsylvania and Delaware & Bound Brook railroads, 
and now General Eastern Agent of the Poiladelphia & Read- 
ing Railroad, is appointe:! to succeed Mr. Chase, entering 
upon his duties Jan. 881. On and after Jan. 1, 1551, 
piease address aj! communications pertaining to the busicess 
ot the company to Mr. Schaffer, and have checks drawn to 
his order.” 


Northern Central.—Mr L. K. Lodge has been appointed 
Superintende:.t of tve Shamokin Division, in place of Joseph 
C awford, who bes gone to the West Jersey road. Mr. 
Lodge has been for some time on the New York Division of 
the Penusylvania Railroad. 


North Pacific Coast.—Mr. Wm. C. Fillmore has been ap- 
pointed Superintendent, with headquarters at San Rafael, 
Cal., in place of J. M. Fillmore, who has gone to the Ore- 
gonian Railway. 


Oreqonian.—Mr. J. M. Fillmore has been appointed Gen- 
eral Superintendent of this company’s Imes, with head- 
quirters in Portland, Oregon. He has been for some time 
Superintendent of the North Pacific Coast road, 


Ricumond & Dinville.—At the annual meeting in Rich- 
mond, Va., Dec. 8, the following were chosen: President, A. 
S$. Buford, Richmond; Directors, A. Y. Stokes, T. M. Logan, 
W. H. Patmer, Richmond; W. L. Owen, South Briton, Va ; 
A. J. Cassatt, W. P. Clyde, Strickland Kneass, J. N. Du 
Barry, Poiladeiphia. Messrs. Logan, Palmer and Clyde are 
new directors, succeeding John Bardsley, Isaac Davenport, 
Jr., and T. J. ‘Talbot. 

he following circular 13 date] Richmond, Va., Dec. 10: 

** By recent action of this company the official designation 
of General Superintendent has been discontinued, and that 
of General Manager adopted instead. 

* Col. T. M. R. Talcott has been appointed General Man- 
ager, and wiil be charged with the administrative duties of 
the ‘'ransportation Department of this company’s roads, in- 
cluding the management of the Passenger and Freight dc- 
psrtm -nts.” 

Col. Talcott has b3en General Superintendent for a number 
of years, and has always been a very efficient officer. He is 
elso a close and careful student of questions relating to 
transportation. 


Rochester & State Line.—The fo'lowing directors were 
cosen ata re‘ent mesting in New York: Oliver Allen. D. 
D. &. Biown, Fiederick A. Brown, Walston H. Brown, Wm. 
bvis.ol, 1. Bb. Chace, Aaron H. Cragin, George Fleckenstein, 
Nelson Rotinson, A. D. Scott, Win. M. Shaffner, George F. 
Stove. Frank G. Wentworth. The board elected Walston 
H. Brown, President; 1. D. 8S. Brown, Vice-President; 
Douald McNiwuehton, Secretary; Thomas F. Wentworth, 
Treasurer and Attorney; A. D. Scott, Local Attorney. 


Rockingham, Mocksviile d: Southwestern.—The directors 
of this new company are: N P. Foard, Leaksville, N. C.: 
Joseph Marsh, Wm. J. Nicolls, Cement C. Sharp, Rocking- 
hari County, N. C.; J. T. Sutberlin, Danville, Va.; Thomas 
K. Sharp, Garden Citv, N. Y. The board has elected 
Thomas R. Sharp, President: N. P. Foard, Vice-President; 
Pryor Reynolds, Secretary and Treasurer; Wm. J. Nicolls, 
Chiet Engimecr. The cflices are at Lesksville, N. C., ex- 
cept that of the President, which is at No. 115 Broadway, 
New York, 

To'edo, De'phos & Burlington.—Mr. W. 8. Hotchkins is ap- 
p inted Foreman of Bridges and Buildings, with office at 
Velphos, Ohio. 


Viica, Creningo db Susquehinna Valley.-—At the annual 
meeting in Utica, N. Y., Dec. 14, the following directors 
were chosen: Samuel Sloan, William E. Dodge, Lewis 
Liwreuce, Moses Taylor. Percy R. Pyne, George W. Chad- 
wick, Miles C. Comstock, Eli Avery, Daniel B. Goodwin, W. 
G. Oakman, Devillo White, M. Taylor Pype, E. Hurlburt. 
Inspectors of Elee'ion, R. 8. Williams, Cha-les E. Barnard, 
David P. White. The road is leased to the Delaware, Lack- 
awanna & Western. 


PERSONAL, 

—Mr. A. W. Briggs, for ten years past Car Accountant of 
the Illinois Central road, bas resigned his position. 

_—Mr. L. V. F. Randolph, Treasurer of the Illinois Central 
Company, has been elected Mavor of Plainfield, N. J., in 
which little suburban city he resides. 

_ —Washington d'spatches report that Mr. Justice Stron 
1; about to retire from the Supreme Court of the Unitec 
States under the provision of law permitting judges, who 
have passed the age of 70, to retire on full pay. Justice 
Strong has long been an eminent authority on the law of 
corporations. It is further reported that be his accepted an 
offer to act as consulting counsel for the Philadelphia & 
Reading Company. 

_—Mr. Allen Campbell. just appointed Comptroller of the 
<i y ot Nsw York, is an engine -r, and for four years past 
has been Commissioner of Public Works. He was former! 





f ra number of years Chief Engineer of tae New York 
Hirlem roid and for a time President of the company: he 
was after ward for several years President of the Consolida- 


tion Coal Ormpany and the Cumberland & Pennsylvania 





—Mr. Charles C. Lund died at his residence in Concord, 
N. H., Dec. 4, aftera brief illness. aged 49 years. In his 
youth he studied engineering, but aftervard.became a law- 
er. He practised law but a few nw at first in Sr. Paul, 
inn., and afterward in Concord, but finally ‘went back to 
the ongunoersog rofession. He located the Pacific Division 
of the Northern Pacific, but soon returned to Concord. where 
he was appointed Assistant and afterward Chief Engineer of 
the Boston, Concord & Montreal and City Engineer of Con- 
cord, As Chief Engineer he laid out and built the Profile 
House Branch of his road and its extension to Mt. Washing- 
ton; he also built the Profile & Franconia Notch road last 
year. 


TRAFFIC AND EARNINGS. 


Coal Movement. 

Anthracite tonnage reported for the week ending Dec. 4 
is: 1880, 457,812; 1879, 536,656; decrease 78,844 tons, or 
14.7 per cent. Clearfield, Broad Top and Cumberland ton- 
nage for the week was 88,878 tons. Clearfiefd tonnage was 
the largest ever reported from that region for a single week 
—55,682 tons. 

Saward’s Coal Trade Journal of Dec. 14 says of the 
anthracite trade: ‘The managers of :the anthracite ceal 
interests have at last given way to the force of opinion so 
freely expressed in these columns, and agreed upon a plan of 
operations for the winter season. Beginning with this week, 
there are to be no shipments of coal trom the collieries, on 
Thursday, Friday and Saturday of each week, until 
February; after that time, the same stoppage, if deemed 
necessary by the vote of two-thirds of the tonnage. This re- 
sult was settled upon Friday afternoon last. .. 

** Anthracite production during the year 1881 ought to be 
largely in exc°ss of the consumption of this year, inasmuch 
as there is now something like coufidence restored between 
the buyer and seller of this commodity. In addition to this 
fact, there is the more potent one tbat stocks will be practi- 
cally exhausted from the more severe weather that has been, 
or is naturally expected, as compared with the winter season 
of 1879-80 ” 

B.taminous tonnages reported for the eleven months end- 
ing Nov. 30 are: 


1880. IK7D. = Ine, or Dee, Poe. 
Rarclay R. R. & Coal Co.. 383,331 304,706 I. TROZD 25.8 
Allegheny Kegion, Pa. R.R, 282,622 180,907 I. !016 5 561 


Peun. & Westmoreland... 857.502 70d 1. 146.5908 20.6 


West Penn, K. R.. seee 209,051 191,617 1. 4,454 Gt.l 
Southwest Penn. R.R ... 39,419 41,042 Db, 2213 56.3 
Pittsburgh Region, Pa. R. 
BeGhe d-dr0 bp or rn d's devious 510,943 497,417 I. 13, H2¢ 2.7 
Total bituminous......2.332,868 1,930,275 I. 402,595 20.8 


Coke tonnages reported for the eleven months are as fol- 


lows: 


1880. 1879. Inc. or Dee. P.e. 
Allegheny Region, Pa. R. 

_ aE ere aie 55,743 45.751 1. 0.9902 21.8 
Penn, & Westmoreland... 125,444 t6.251 1. 3u,193 45.4 
West Penn. B.H......:20- 71,518 85.778 D. 12.260 14.6 
Southwest Penn. R, R.....1,017,183 850,314 1. 177.09 21.2 


Pittsburgh Region, Pa, R. 
Medea pore eh 


ener 439,730 220,620 1, 219.110 9.9 
Total coke. .1,709,618 1,275,714 1. 438,004 34.0 


The coal tonnage of the Pennsylvania Railroad for the 
eleven months ending Nov. 3U was as foilows: 


1880. 1879. Increase. P. €, 

Anthracite. ; 1,120,403 951,008 JOV.94 17 8 
Semi-bituminous,...... 2,002 036 1,780,479 221,557 12.4 
Bituminous............ 1,949,537 1,625,567 323,910 19.9 
Coke...... pdipaenase 1,7L9,618 1,285,065 423,655 32.9 
Total....-.......... 6,751,504 5.645,020 1,138,674 20.2 


The tonnage for November of this year was 677,551 tons, 
an increase of 22,119 tons, or 24 per cent. over October. 
We are not apt to think of the Pennsylvania as a coal road, 
aad yet the tonnage of the road as given above (which is for 
the main line between Philadelphia and Pittsburgh and 
branches) is 388 per cent. greater than that of the heaviest 
anthracite road. 

Coal receipts at Chicago for the eleventh months ending 
Noy. 30 were as follows : 








--~Anthracite-— -—-—Bituminous-—~—~ 

1880, 1870. 1880 1870 
Ry rail..... ‘ 303,194 340,078 ‘ 1,101,241 
By lake........ V1.7 22 450,576 258,743 
RES rye F1IB91G = TOV,654 S71IG399 1,586,984 
Per cent. by rail ....... 42,2 2.5 84.7 79,2 


The total receipts of all kinds of coal this year were: By 
rail, 1,756,589; by lake, 678,726; tutal, 2,485 315 tons; 
an increase of 245,677 tons, or 11,2 per cent., over last year. 
There is a scarcity both of anthracite and bituminous coal. 
Indeed, this scarcity of coal extends over the whole North- 
west, complaints coming from every quarter. The produc- 
ticn seems to be large enough, but the railroads are unable 
just now to furnish cars enough to meet the great demand 
caused by industrial expansion and the early setting in of 
winter. This has caused trouble at many points, but will 
probably be regulated in a short time. 


Georgia Commission Passenger Rates. 

The following circular was issued by the Georgia Railroad 
Comission, under date of Dee. 11 : 

* In order to graduate and equalize passenger rates, the 
railroads in Georgia are divided into three classes, for that 
purpose, as follows : 

** Passenger Class A includes the following: Those por- 
tions of the Central Railroad and its leased lines between 
Savannah and Millen, between Augusta and Millen, between 
Macon and Atlanta, between Macon and Eufaula, between 
kort Valley and Columbus, and between Smithville and 
Albany ; those portions of the Georgia Railroad between 
Augusta and Atlanta, between Cemak and Macon, and be- 
tween Union Point and Athens : That portion of the Macon 
& Brunswick Railroad between Macon and Brunswick ; the 
Western & Atlantic ; the Atlanta & West Point: the At- 
lanta & Charlotte Air Line ; the East Tennessee. Virginia & 
Georgia ; the Selma, Rome & Dalton; the Brunswick & 
Albany ; the Savannah & Charleston. 

** Passenger class B includes the following : Those portions 
of the Central Railroad and its leased lines between Fort 
Valley and Perry, between Cuthbert and Fort Gaines, be- 
tween Gordon and Eatonton, and between Albany and 
Arlington ; the Upson County Railroad; the Savannah, 
Griffin & North Alabama ; that portion of the Georgia Rail- 
roid between Barnett and Washington ; that — of the 
Macon & Brunswick between Cochran and Hawkinsville ; 
the Northeastern ; the Eiberton Air Line ; the Rome Rail- 
read ; the Marietta & North Georgia ; the Cherokee Rail- 
road ; the Columbus & Rome ; the Alabama Great Southern. 

* Passenger Class C includes the following : The Hartwell 
Railroad ; the Walton County ; the Lawrenceville Railroad ; 
the Louisville & Wadley ; the Sandersville & Tennille. 

*- On and after Feb. 1, 1881, the passenger rates shall not ex- 
ceed, for any one passenger with 100 lbs. of baggage, on rail- 
roads in C.ass A, 3 cents per mile; in class B, 4 cents per mile ; 
in Class C. 5 cents per mile, and for childrén over five and un- 
der twelve years of age half the ubove rates. But a reilroad 
may charge 25 cents as a minimum full rate, and 15 cents 





amounts. 


same prices. 


option.” 


1880. 
Bur.. Cedar Rap. 
No............ $1,860,063 
Ches. & Ohio.... : 


. 2,454,577 
Chi, & Northwest, 17,898,340 
Chi,, St. P., Minn. 


& O., East. Div. 1,449,430 
Chi., St. P., Minn. 

& O., St. P. & 

_ eee PO 
Cin. & Springfield. $26,388 
Cleve.. Col., Cin. 

@ied.... .-:.... 40607306 
Cleve., Mt. Ver, & 

OR oh dirk sahcaien . . 983,804 
Des Moines & Ft. 

SRN. 5 s.« scene 288,028 
Flint & Pere 

ea 1,446,333 
Grand liunk..... 770.805 


Great Western .. 
Houston & Texas 
Central ...... . 
Til. Cent., 1). lines, 
*  "  lowa lines, 
Int. & Gt. North’n, 1, 
Memp. & Charles- 


4,747,444 
3,296,119 


5.785.953 
16.242 


300 








‘ 
wt 


Net earnings 


Scioto Valley... 
Ten months ending Cet. Bt 
At., Miss, & Ohio. $1,674,402 


SEPP ee 1,055,021 
Peoria, Dee. & 

Evansv..... 408,857 
st. L.,4.&T. I 

Main tine 1,274,°45 
St.L,A.& T 

Bolle. line 599,690 


YO1.743 


TOV ABS 


Bur., Cedar Rap. 
Ge. FAO sccncsonsasy 
Net earnings... 

Ches, & Ohbiv..... 
Net earnings 

Chi., Bur. & Quin 


L.OG70,783 
HYL, B37 
2.215.504 
450,828 


OF dks s 14,504,509” 
Net earnings. . 


7,648,858 

Cleve., Mt. Ver. & 
FS : 350.841 
Net earnings 7H04 


Des Moines & Ft, 
lodge ... ° 
Net earnings 

Kast ‘Tenn., Va. 
& Ga 
Net earnings. 

Loutsville & Nash 
ville,... 

Net earnings... 
Mem.. Pad, & oo. 
Net earnings. 
M., Kan, & Tex 
Net earnings. . 

Pad, & K'town 


257,050 
117,371 
1,038,150 
87,907 
7.508.187 
3.094 755 





1, 7 
H2N,09% 


Net + arnings, . 81,150 
St. Louis, Iron Mt 
KS cess, 4,076,504 


Net earnings... 1,705,802 


Cairo & St, Louis 
Net earnings 


$02. 877 
60,331 
Month of september: 

Col... Chi, & sud. 

Cent.... . 


$4 25.552 


Net earnings. JB,O21 
Month of October: 

Fast Tenn., Va. & 
Gs $128,802 


“ae 
Great Western 169,500 
Net earnings 204,500 
Mouth of Novwimber: 
r, Cecar Rap, 
& No.. v sees 
Ches. & Ohio : 
Chi, & Northwest- 


SISO 
23),0703 


OFN..0. ° . 1,#20,600 
Chi., St. P., Minn. 
& O., Eastern 
| Pre °* LW76555 
Chi. St. P., Minn 
& O.,8t. P. & 8. 
ff 150,280 
Cin, Hain. & Day- 
ae r 232,875 
Cin., tud., St. L 
i : 19S,115 
Cin. & Springfield. LOi,5i7 


Clev., Col., Cin. & 


Ind., ae 422,123 
Cleve., Mt. Ver. & 
Del 33,053 


Des Moines & Ft. 


Dodge.. 30.979 


Flint & Pere Marq, 153,009 
Houston & Tex. 
Central 131.904 


Lil, Cent,, 11. lines, 
* Towa lines, 
Gt. North 
om 276,756 
Memphis & Char.. f 
Minn, & St. Louis, 
N, 4 & New 
England 
Peorm, Dee. & 
Evansv.... 
ms. L., 4.@T. 8. 





130,205 
101,883 
207,241 


36,042 


Main Line 109,693 
h..A.aT. f., 

Belle, Line ... 68.070 
Scioto Valley 98.751 


Union Pacific 2,265,160 
Third week in November: 
Gal, Har. & dan 
Antonio... $34,504 
First week in December : 
Chi, & Eastern li $33 754 
Denver & K.G TAMAS 
Northern Pacilic, 
E1stern Div. 
N. Y. & New Eng- 
Jand. Gees 
St. L., Iron Mt. & 
Be beurere-se oc 


59,600 
50,015 


167,590 
Week endiny Dec, 3: __ 
Great Western.... $105,214 

Week ending Dec, 4: 
Chi. ; Grand 
- $40.746 





Trunk...... o 0 
Grand trunk., 215,199 


Nine months ending Sept, 30: 


1879. 
$1.37 8,745 


1.7 7,377 
14,772,4°8 


1,125,451 
1,017,178 
720,251 
3,341,444 
352,841 
201,169 
1,030,098 
830 "450 
4,108,481 
2.823.453 
fh, 190.010 
1.388, 186 
1,557,503 
770,635 
239,305 
D30,132 
50,770 
262,020 
SLSGG ALS 
570,898 
1,210,960 
414,451 
1,609,504 
340,063 


12,018,868 
5,933,040 
310,081 
60,183 
183,871 
77,840 


847,819 
Susie 


48 DV 
1&4, is ) 


ea, 


ivd. 





3 989.565 
1,5.0,5/0 





$182.07! 
B2,155 


“) 


$118,054 
416,000 
211, 00 


10,620 
205,001 


162,082 
B2,051 


366,274 
32,760 


17,203 
1155, 803 


429,804 
40 500 
140.813 
244515 
131.250 
48,024 
173,712 
9,683 
100,963 


26:25 
1,706,543 





£33 004 


$23.037 


“$2,098 
24,075 
{8,100 

181,337 


$95,155 


Railroad Earnings. 
Earnings for various periods are reported as follows: 
Eleven months ending Nov, 30: 


l 
I. 
I, 


for a half rate, when the fare would be less than those 


‘**When the fare does not end in 5 or 0, the nearest sum 
above 50 ending thal! be tLe fare. 
‘Tick ts on sale at any ottice in a city must be kept on 
sale at the depot ticket cffice of the same railroad, at the 


‘** Railroads are restricted to the above rates as maximum 
rates only, and have full liberty to reduce these rates, on 
all and every character of passenger service at their own 


Ine, or Dec. P.c. 
$501,318 33.9 
697.20) 39.7 
3,1v5262 21.2 
323,979* 23.8 
328,962 32.5 
106.137 = 14.7 
666,120 19.0 


_—— 


— 


a 


—_ = 


~~ = 


$507.4 87 





POS GAS 


$109 898 


31,053 «8.8 
86,859 43.2 


40.2 


41505 3 
L408 34600 17.7 


638,9U3 
472,606 16.7 
SUI MAD 11.4 
M7 G 7 
144,806 o.3 
284.585 36.0 
1IHI,554 70.9 
M44,113 37.0 
P8850 
20,7:4 11.3 


185,186 32.0 


450,773 
177,345 =—-42.8 
Gve 2 0 47.7 
101,705 l 


131 ~ 
15,405 re | 


, 

Llores = 64.8 
45,450 8.4 
3403 285) 
B57.041 5 1 ae 
Glo a8 67.0 


OF, 2.t 
"7,514 
993,220 24.0 
105,52" 





28,106 87.8 


$10.718 «0. 


—— 


7,140 J. 


$0145 28.1 


“O1wu0 61.5 
262,124 108 
33,8:8 23.6 
40,009 37.1 


27274 13.3 





38,033 22.2 

IBLOS 4 

55,849 15.3 
407 21 


13.631 T.1 
40,061 35. 

2.190 °.% 
OU.GUL 
22,627 1.1 


LL i143 4.9 


75 6.1 
W209 109.0 
33,5290 10.3 
26,059 7.8 


1° O10 on.7 
10 0.5 
46.817 2.1 
$499 15 


$19,059 106 
$6775 10'.° 


“4,818 1..0 
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Grain Movement. 

For the week ending Dec. 4 receipts and shipments of 
grain of all kinds at the eight reporting Northwestern mar- 
kets and receipts at the seven Atlantic ports have been, in 
bushels, for the past eight years: 

Northwestern Shipments. 








Northwestern «. Atlantic 
Year receiy pee, Total. By rail, by rail. receipts. 
1873 . 2,23 3. wit 1,231,830 1,231,830 100.0 1,304,567 
1874 : 2 uy 458 451,462 451462 100.0 1,459,521 
1875 2 166,262 1 147,092 1,147,092 100.0 1,767,818 
1876 2 ‘668, 871 1,424,702 1,380/369 07.0 2 TIAN 
1877 . 2,096,702 1,131,260 = 898,066 79.4 
1878 . 4047, 916 1,696,362 1,002,254 59.0 d 
1879 . 4, 170, 956 1,366,546 1,139,425 84.4 5, 418, 024 
1880... .. 6,277,327 1,441,372 1346. 872 93.5 4,342,028 
By this week this year lake shipments had very nearly 


ceased (a few propellers cleared), and arrivals by canal boat 
also, while there were considerable arrivals the year before, 
and bave been usually in this week. 

The réceipts of the Northwestern markets are extraordi- 
nary for the season—-50 per cent. more than in the corres- 
ponding week of last year, when they were larger than had 
ever been known before, They are nearly four times as great 
as the shipments of these markets the same week, which are 
the smallest since February last. The Atlantic receipts show 
the cessation of canal arrivals at New York and St. Law- 
rence arrivals at Montreal very plainly. They area quarter 
less than the week before, are the smallest since May 10, 
and, with two exceptions, the smallest since the middle of 
March. 

Of the Northwestern receipts New York had 41.8 per 
cent., St Louis 14.5, Milwaukee 11.5, Toledo 10,8, Peoria 

7, Detroit 7.1, Duiuth 4.7, and Cleveland 1.9 per cent. 
Milwaukee's receipts are unusually Jarge for this year ; in 
wheat receipts it stands next to Chicago. A few years ago 
it usually received nearly as much wheat as Chicago (some 
times more), but this year is has generally been below Toledo 
and St. Louis as well. 

Ofthe Atlantic receipts New York had 86.9 per cent., 
Baltimore 28.4, Philadelphia 17.5, Boston 12.7, Portland 


2.7, New Orleans 1.7, and Montreal 0.1 per cent. The 
cessation of canal receipts reduces New York’s receipts 53 
per cent, from the figures of the previous weel, and makes 


them smaller than in any other week since May 10. They 
are larger, however, than December receipts usually are 
after supplies by canal have been cut off. These averaged a 
little more than a million bushels a week last year. 
Philadelphia and Baltimore receipts are fully up to the 
average of November. New Orleans receipts are the smallest 
of the year, with one exception. Low water in the Missis- 
sippi is probably the cause, 

Che receipts and shipments at Chicago and Milwaukee for 
the week ending Dee. 8 were: 


—Keceipts, euipme ats. 

1880, 87), LHAC 187 
Chicago. 2,626,204 1,890,414 755,018 625, 108 
Milwaukee......... (815,597 745,400 200,111 166,200 
‘Thore is an increase of 89 per cent, in the receipts aud of 


21 per cent. in the shipments at Chicago; a decrease of 
per cent, in the receipts and an increase of 
the shipments at Milwaukee. 


7 
20 per cent, in 


For the week ending Dee. 8 receipts and shipments at 
Bulfalo were; 
apt —- Shipments, 
1886 1879), 1880. Is7). 
By water 14, O00 1,177.060 4,200 
BY TOM .ces cream 809,690 302,800 1,008,600 1,037,006 
Total 1,008,600 1,470,860 1,003,600 1,051 266 


This is probably the last week that there were any lake 
receipts. 
Exports for four consecutive weeks have been : 
——-——_—— — — Week ending ——— — 


Dec. 8 Dee, 1. Nov. hed Nov. 17. 

Flour, bbis........ 1:62, 999 101,826 142,4 112,022 

Grain, bush,..... 2,400,577 3,603,963 4, Lie 7i8 4,692,963 

The exports of grain have been growing less and less 
nearly all the time since August. 


San Francisco grain exports tor November were 52,890 
barrels of flour and 8,377,028 bushels of wheat. For the 
five months of the C alifornia crop year from July 1 to Nov. 
80 the exports were as follows, flour being reduced to wheat 
in the totals: 





LSSO. 1879). Inc, or Dec. P.c 

Flour, barrels...... . 250,447 193,176 I, 67.271 20.6 
Wheat, bushels........7,667,047 10, BO, 713° D, 2,633,766 25.6 
Total bushels. . 8,920,182 11, 207,593 D. 2,347, 411 20.8 
All the wheat this year, except 19,963 bushels, went to 
Great Britain. The flour was more widely distributed, 
about 38 per cent, going to China, 33 per cent. to 


Great Britain, 15 per cent. to Central America and nearly 
all the rest to Panama, Japan and the Pacific islands. 


The Western Passenger War. 


‘The only event of the past week in the Western passenger 
war has been an attempt by the Hannibal & St. Joseph 
managers to bring about a consultation of the companies en- 
gaged in the fight, with the hope that a settlement of the 
diffie ulty may result. Thus far the effort has not been suc- 
cessful, the two chief contestants, the Wabash and the 
Chicago & Alton, refusing to come to any conference. An 
effort ‘has been nade also to accommodate east-bound rates 
from Chicago cut to the rates from St. Louis and Kansas City. 
Thus far no change has been made, and at present it does 
not seem 7. that any v will be 


THE SCRAP HEAP. 


Railroad Equipment Notes. 


The Mason M chine Works, at Taunton, Mass., have lately 
received or lers for 11 Mason double-truck locomotives. 

H. K. Porter & Co., at Pittsburgh. have lately completed 
and shipped a narrow-gauge locomotive for South America. 
They have also recently shipped an engine to the Marietta 
& North Georgia road. 

The Gilbert & Bush Co., at Troy, N. Y., has received 
orders to build four sleeping and four drawing-room cars for 
the Wagner Company. The cars are to be 66 feet long. 

The Pittsburgh Locomotive Works have now orders for 
over 50 locomotives waiting to be filled. An order for 
several heavy freight engines was lately received from the 

Atchison, Topeka & Santa Fe. 

it is said that Michael Schall, at York, Pa., has received an 
order for 1,500 freight cars for the Pennsyivania Railroad. 

The Union Pacific shops at Omaha, Neb., have built for 
that road and its controlled lines recently 9 passenger, 2 
parlor, 8 baggage, 8 postal and 4 way cars; 45 box, 3S flat 
and 60 coal cars, besides the usual repair work, 

Jt is proposed to build car works in Milwaukee, Wis. The 
capital stock desired for the new concern is $500,000, and 
largé part of this quipunt is said to be promised already. 

A. French & Co.'s New York ottice has been moved from 
the Coal & Tron Basbange building to the Roreel building, 
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at 115 Broadway. Mr. H. A. Little’s warm colors brighten 


the new apartments. 


Iron and Manufacturing Notes. 

The James River Steel Manufacturing & Mining Co., is 
now making, at its rolling mill in Lynchburg, Va., 500 tons 
of 45-Ib. iron rails for the Richmond & Allegheny road, They 
are to be used for sidings. 

Mount Hickory Furnace, near Sharpsville, Pa., 
up again after a short stoppage. 

The North Chicago Rolling Mill Co, is building four new 
blast furnaces in South Chicago, in addition to the two it 
already owns. 

We are permitted to state that in the month of 
the Edgar Thomson Steel Works produced 13,166}, tons of 
ingots and 11,087'¢ tons of rails.—Pittsburgh American 
Manufacturer. 


has started 


The Union Rolling Mill Co., in Chicago, is building two 
new blast furnaces, which will make four owned by the | 
company. 

The Oakdale tron Co, is running its furnace in Roane 
County, Tenn., steadily, making 50 tons of irona day. The 
fuel used is one-half coke and one-half raw coal mined on 
the property. 

Stonewall Furnace in Alabama has been leased by J. G. 
Garrett. of St. Louis, and F, R. Culbertson, of Lronton, O. | 


[t is a charcoal furnace, 
Rising Fawn Furnace, in Dade County, 
oughly repaired and much improve dl, 


Ga., is being thor 


The Riverside re Mill Co,, at Cincinnati, has made an 
assignment to A. Ferris. ‘I he liabilities are about $30, 
OOO, the assets aoe the same amount. It is understood 
that the assignment was made in consequence of the death 


of Peter Linn, one of the principal stockholders, 
Bridge Notes. 

The Philadelphia Bridge 
Pottstown, Pa., have over 
of work. 


Works of Cofrode & Saylor, at 
20 contracts on hand and are full 


Rust & Coolidge, of Chicago, report the following: con 
tracts lately taken: A draw-span, 240 ft., over Fox River 
at Green Bay, Wis., for the Milwaukee & Northern; an iron 


bridge over Cedar River for the Chicago, Rock Island & Pa- 
cific, and an iron draw for the canal feeder at Ottawa, IIL, 
for the same roac They are also manufacturing 2,200 


car axles for the United States Rolling Stock Co, 


Prices of Kails. 


Of steel rails the Jron Aye says: © The market continues 
firm, with a hardening tendency and a very active demand, 
Sales during the past week, it is said, will reach nearly 
£0,000 tons, more than half the amount by Pennsylvania 
manufacturer the balance by Chicago and Cleveland 
parties. ‘Lhe demand is almost entirely from the West and 


Northwest, and a large amount of additional orders are 


November | 
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| With commendable energy, Mr. Thompson arranged for a 
| special train to make a quick run to Detroit, and the services 
of the Fontaine locomotive, then at Toledo, were secured. 
| Besides Mr. Thompson’s company, Superintendent Murray, 
| Mr. Fontaine, J. M. Case, Chief Engineer of the revenue 
| cutter Fessenden, and 0. P. Dunbar, Master Mechanic of the 
Canada Southern, were on board the train. James Pooland 
| presided at the throttle lever, and Conductor L. H, Crofoot 
punched the tickets. Frank Pimlott was put aboard as 
pilot. From Toledo to Alexis the run was made over the 
Toledo & Ann Arbor road. Between Alexis and the Michi- 
gan Central junction, the road being clear, some tolerably 
| quick time was made, the run being at the rate of just about 
60 miles an hour. Mr. Pimlott says the engine was not run 
| for more than half what she was worth, as the rails were 
frosty, and no risk was wanted. The fastest time made was 
between Vienna aud La Salle, at the rate of a little more 
| than a mile a minute. From Slocum Junction to the Michi- 
gan Central junction, just a mile a minute was made. The 
train arrived in this city at 7:05. The engine went back 
with a freight train late in the evening. 
‘ The engine has not been into Canada, as arrangements 
e yet pending with the revenue department with reference 
to the duty to be paid on her before she is taken into Canada. 
| These it is expected will be adjusted in a few days. 
“Superintendent Murray said, last evening, that so far 
the Canada Southern people were very well pleased with 
this new acquisition. The only doubt was as to the ability 
of the engine to draw heavy loads, and this had apparently 
been tested before. Some thorough tests in this direction 
will be mz ade by the Canada Southern people themselves be- 
fore long. 


Lnion Electric Signals on the Kastern Railroad. 
A be urty of railroad men, investors and others, went out on 
the Eastern road yesterday torenoon in the directors’ car, to 
|examine the Union electric signals which now guard ‘the 
| tracks between Salem and North Beverly. The wincipal 
patents of the company have already been ee and are 
now well known to electricians and railroad managers all 
over the country. The most prominent feature of the sys- 
tem, distinguishing it from others, is thut the electric current 


jis conduc ted by the rails themselves. The normal condi 
| tion of the signal is to danger, but it is kept at safety 
iby a close cireait formed by the rails. When a pair of 


wheels run on to the section of track protected by the signal 
the circuit is shortened and the signal goes to its normal con- 
dition, danger. When a rail is broken the circuit is broken 
and the signal goes to danger. The same system applies to 
draw-bridge signals and to switches. In connection with 
the switches there is an arrangement by which it is impossi- 
ble to turn the switch in the face of a near approaching 
train without first setting another distance danger signal to 
protect the switch. The system of overlapping block sig- 
nals has been applied to the Eastern road, by means of 





likely to come on the market before spring. Prices realized | which one danger signal in the rear of a train does not 
in the above transactions are believed to have been from | change to safety till the train is 1,200 feet beyond the next 
$58 to $60, at mill, but the exact figures are not | one,— Boston Advertiser. Dec. 11 

definitely known, The increase in the production of | ‘ 

steel rails this year is estimated at about 25 per | Music. 

cent.,, or, in round wormbers, 850,000) net tons The | ‘Do you keep sheet music here ?’ innocently asked a 
output at the various mill is likely to be about as follows: | lady at the ticket office yesterday, after she had just pur- 
Edgar Thomson, 110,000; Cambria, 100,000; North Chicago, | chased a ticket to Pittsford. The pasteboard dispenser has 
$5,000; Joliet, 85,000; Bethlehem, 85,000; Pennsylvania, | just recovered.—Rochester (N. Y.) Democrat and Chroni- 
90,0C0; Seranton, 75,000; Troy, 70,000; Cleveland, 60,000; | e/e, 

Union, 50,000; Vulcan, 40,000, [t should be stated, how-| Only 10 women out of every 500 who start on a journey 
ever, that the production during the last six months is much | by railroad consult a railroad map or have the least ‘idea of 


the greatest, some of the mills having been entirely closed 
during the early portion of the year. The above estimate is 
believed to understate the output rather than otherwise, in 
which case a production of nearly a million and a quarter 
net tons can be made in 1881, if necessary. 

For iron rails the market has been quiet, with light sales 
and a few orders placed for spring delivery. Quotations 
are $46 to $47 per ton at mill for heavy sections, and $438 to 
$53 for light rails. 

Old iron rails have had light sales, holders asking 426,50 
to $28 per ton in Philade sphia, while buyers are looking s for 
lower prices. New York prices are about the same. 


Railroad spikes are unchanged at $2.65 to $2.75 per 100 
Ibs.: track-bolts, $3.75 for square beads up to $4.50 for hex- 


agon; ‘fish-plates, $2.50 per 100 Ibs, 


Friday Travel. 


Conductor William Coulter of the Pennsylvania Railroad 
has been running on trains between Jersey City and Phila- 
delphia for about 45 vears, and he seems to have 20 years 
of work in him vet. One of the thousands of travelers that 
he knows remarked to bim the other day that his train was 
ligbter than usual. ‘* Oh, well,” said Coulter, ‘it’s Friday, 
you know.’ 

‘What difference does that make ¢” asked the passenger. 

‘* Why, there is alwaysa falling off of travel on Friday. 
It may seem strange, but the old superstition that Friday is 


an unlucky day to ymake a journey on still keeps many at | 


home on Friday. Any railroad man will tell you that.’ 

The figures show that there is probably some slight ground 
for the theory of the old conductor. Of the passengers car- 
ried on the six week days, 15 per cent. are carried on Fri- 
dav, while there is an average of 17 per cent. carried on each 
of the other five week days. In other words, there is a fall- 
ing off on Friday of nearly one-eighth as compared with the 
average of other week days.—New York Sun. 

Kast Time the Intercolonial 

We have before spoken of the fast time made by the rail- 
road party on the Intercolonial Railway, but it seems that 
the balf was not told. It is no wonder that the gentlemen 
from Maine and Massachusetts said they had never traveled 
so fast. A table shows that the distance from Charlo to 
Dalhousie, 10 miles, was made in seven minutes, and from 
Luce to Rimouski, 10 miles, in seven minutes, or at a speed 
of 85 miles an hour; from Runouski to Bic, 11 miles, in 
eight minutes, or at the rate of 83 miles an hour; Causapascal 
to Amqui, 13 miles, in 14 minutes; from Cedar Hall to Say- 
abec, seven miles, in seven minutes; from St. Octave to St. 
Flavie, nine miles, in nine minutes; from St. Fabien to Trois 
Pistoles, 19 miles, in 22 minutes; from St. Arsene to River 
du Loup, nine miles, in 10 minutes: and from River du 
Loup to St. Anne, 41 a, in 41 minutes, Included in the 
latter is the run from . Paschal to Riviere Ouelle, nine 
miles, in eight minutes, or at the rate of 67 miles an hour, 
and from Riviere Ouelle to St. Anne, six miles, in five min- 
utes, or at the rate of 72 miles an hour. The distance be- 
tween St. Flavie and Bic, 29 miles, was made in 25 minutes, 


on 


or at the rate of 70 wiles an hour.—Sf. John (N. B.) Tele- 
graph, Nov. 25. 
The Fontaine Friction-Driver Engine. 

The Detroit Post and Tribune of Dec. 9 says: “ Mr. Fon- 


taine’s engine was put to good use last evening, and a large 
number of Detroit people were saved from serious disap- 1 | 


pointiuent thereby. ‘Joshua Wh 


Denman Thompson’s 
comb’ ¢ ompany 


were left, 


late for the regular Canada Southern train. 


— be done, or Detroiters would have no chance to laugh 
‘Joshua Whitcomb’ in the evening, and be subjected to the 
Sone nee of going to the opera-house only te find it closed. 


by the failure of trains to con- | 
nect, at Colunibus, and reached Toledo in the afternoon, too 
Something 


the direction they take. 
worry about their bag 
wrong train ; 499 
KF ree 

The train had just emerged trom a tunnel, and 
faced maiden of 35 summers remarked to her gentleman 
companion, ‘ Tunnels are such bores !’—which nobody can 
deny. Buta young lady of about sweet 18, who sat in the 
seat immediately ir front of the ancient party, adjusted her 
hat, brushed her frizzes back, aud said to the perfumed young 
man beside her: ‘I think tunnels are awfully nice-”—Adams 
(Mass.) Transcript. 

The other night, as tue Buffalo express was whirling along 
the Evie, a queer looking old man, who might have escaped 
from the curiosity department of the Historical Society, 
got up from his seat in thesleeping car and shouted: ‘Is 
there « doctor in the car?’ Commotion and excitement im- 
mediataly ensued, and, as there was no medical mas in that 
particular car, several passengers hurried through the train 
and finally found one. ‘What's the matter?” he said to the 
little old man. ‘‘Nothivg.” said he, “‘butiu case ’msick and 
yell out like thunder in my sieep, my bunk’s numbered 20; 
now don’t forget it!”"— wehange. 


Four hundred and ninety-eight 
gage ; 497 are certain they took the 
wish they had never started.—Detroit 


eS, 


a vinegar 





OLD AND NEW ROADS. 


Alabama Railroad Commission.—A bill is before the 
Alabama Legislature providing for the establishment of a 
railroad commission in that state. Its provisions are very 
similar to those of the Georgia railroad law. 


Atchison, Topeka * Santa Fe.—The Boston Jran- 
script says ‘The new t's per cent. bonds are an issue of 
about $5,250,000 made . c omple te the read from near San 
Mare ial in New Mexico to El Paso, to a southwestern con- 
nection with the Southern Pacific, and possibly to a connec- 

| tion with the Sonora road; 6 per cent. bonds will be deposited 
with a trust company to secure the issue, the 1‘; per cent. 
difference to act asa sinking fund for their redemption, 
About 220 miles of road are to be built with these bonds, the 
issue of which is limited to $25,000 per mile. The price is at 
present 9319.” 


Atlantic, Mississippi & Obio.—An order has been ob- 
tained from the Court for the payment, on Jan. 1, of $2 on 
each whole coupon, and $1 on each half unpaid coupon over- 
due of the consolidated bonds of this road. 


Augusta & Knoxville.—lhis company has placed 
#100,000 of its bonds with a party of citizens of Augusta, 
Ga., and work will be pushed upon the road. 

On the western end of the line a location has been made 
from Maryville, Tenn., the terminus of tie Knoxville & 
Augusta road, to Rabun Gap, and the engineers are now 

preparing maps and profiles. 


















| Baltimore & Ohio.—The new lineto New York is not 
pep working quite smoothly, much complaint being made 
of delay to passenger trains on the section of the junction 
| road through the Pennsylvania yard at West Philadelphia, 
| where the decree of the ‘Court allowed the Pennsylvania to 
| furnish motive power. An effort to remove this trouble by 
| amicable arrangements having failed, counsel for this com- 
| pany will this week ask the Court for a supplementary order 
| to inforce its previous decree. The Pennsylvania people 
claim that the delays are unavoidable, and that its own 
trains are equally delayed by the press of freight in the 
yard. 

The transportation of freight by the new line to New 
York has been temporarily suspended, owing partly to this 
trouble and partly to difficulties in getting freight over the 
Philadelphia, Wilmington & Baltimore road, It is thought 
that freight shipments will he resumed in a new days, 
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The sale of tickets over Baltimore & Ohio lines is now 
stopped at all Pennsylvania Railroad ticket offices. 


Bangor & Piscataquis.—A committee of the City 
Council of Bangor, Me., to whom was referred the question 
of selling the city’s interest in this road, recommend the sale 
to any responsible parties who will take up $600,000 of the 
6 per cent. and $50,000 of the 7 per cent. city bonds issued 
in aid of the road, and will give security for the extension 
of the road from its present terminus at Blanchard, Me., to 
Moosehead Lake within three years. 


Camden, Gloucester & Mt. Ephraim.—lt is pro- 
posed to extend this road from Mt. Ephraim, N. J., south by 
west through Mullica Hill and Harrisonville to Woodstown. 
The distance is about 22 miles, through a level and easy 
country. 


Canadian Pacific.—A dispatch from Ottawa, Ont., 
Dee. 11, says: *‘ The Canadian Pacific Railroad syndicate ar- 
rangement will come up for debate in the House next week. 
The contract is with George Stephen and Duncan McIntyre, 
of Montreal; J. 8. Kennedy, of New York; R. B. Angus and 
J.J. Hill, of St. Paul, Minn.; Morton, Rose & Co., of Lon- 
don, £ngland, and Kohn, Reinach & Co., of Paris, France. 
The road is divided into four sections; the first extending 
from the western terminus of the Canada Central to the east 
end of Lake Nipissing, to be known as the Eastern Sec- 
tion ; the second, from Lake Superior to Selkirk, to be 
known as the Lake Section; the third, extending from Sel- 
kirk to Kamloops, to be called the Central, and the fourth, 
from Kamloops to Fort Moody, KB. C., to be called the 
Western Section. The contractors must deposit $1,000,000 
immediately after the organization of the company, in cash 
or approved securities, as a security for the construction of 
the railway. The government shall pay to the company 
interest on the cash invested, at the rate of 4 per 
cent, per annum, balf-yearly, and shall pay over to 
the company the interest received upon the securities de- 
posited. The eastern and central sections are to be con- 
structed on the same platform as the Union Pacific 
when first constructed. Work must begin on the Eastern 
Section not late’ than July 1 next, and on the Central Section 
not later than May 1. These two sections are;to be in running 
order by May 1, 1891. The section now under contract in 
British Columbia is to be finished by June 80, 1885, the re- 
maining portion of the Western Section lying between Yale 
and Fort Moody is to be completed by the first day of May, 
188l. The government agrees to grant to the company a 
subsidy in money of $25,000,000 and 25,000,000 acres in 
land, for which subsidies the construction of the railway 
is guaranteed. The subsidies are to be paid and 
the road constructed as follows: The Central Section of 
1,350 miles, the first 00 miles at 410,000 per mile and 41,- 
000,000; the second 450 miles at $15,333 per mile and 
$6,000,000; total, &15,000,000. The eastern section of 
about 650 miles on a subsidy equal to $15,384.61 per mile, 
or a total of $10,000,000, The land subsidy is divided as 
follows: For the Central Section, first 900 miles, 12,500 
acres per mile, worth about $11,250,000; second 450 miles, 
16,666.66 acres per mile, worth about $75,000,000; total 
18,750,000 acres. The Eastern Section of 650 miles has a 
subsidy equal to 9,615.25 acres per mile, or 6,250,000, making 
a total of 25,000,000 acres. 

“The company will be known as the Canada Pacific Rail- 
way Company. The directors will be George Stephen, Dun- 
can Melntyre, J. S Kennedy, R. B. Argus, J. J. Hill, H. 
Stafford Northcote, P. P. Grenfell, C. D. Rose, the three 
latter of London, England, and Baron Reinach, of Paris. 
The capital stock is to be $25,000,000, The chief place of 
busin ess is to be Montreal. 

“This agreement is to be’strongly opposed by the reform 
party. They contend that under its provisions the syndicate 
is at liberty to select twenty-tive million acres of land any- 
where in the Canadian Northwest as best suits them, and 
also that a monoply of the railroad system of that country 
is given to them without any proper restrictions as 
to rates of freight. Another strong Shiestion: is that the 
section of 90 miles in British Columbia, which it is estimated 
will cost $50,000 per mile, is to be constructed by the Govy- 
ermnent and handed over to the syndicate when built. The 
opposition take the ground that the line north of Lake Su 
perior should not be constructed at present, but that the 
Canada Pacific should be extended to Sault Ste. Marie and a 
connection made with the Northern Pacific which would be 
extended to that point. A continuous line from east to west 
would thus be secured. The ministerial party have been 
in caucus nearly all day and there are evidences 
of dissatisfaction. The British Columbia mcombers insist 
that a line should be built to connect Vancouver Island with 
the mainland, which was promised in the Carnarvon terms. 
The government state that the subject will be debated day 
by day from Tuesday next until disposed of, and there will 
be no adjournment and no Christinas holidays until this is 
done. The opposition are prepared to obstruct and retard 
business in every possible way.” 

Another objection very strongly urged is that the contract 
is said to give the company complete and perpetual ex 
emption from taxation, both on its road and on all unsold 
lands. 


Carson & Colorado.—Track on this road is now re- 
ported laid to New Jerusalem, Nev., about 20 miles east- 
ward from Carson. Work is progressing steadily, and the 
contractors hope to have trains running to Walker Lake, 
about 60 miles from Carson, in January next. 


Chicago, Pearlington & Quincy.—At a meeting of the 
board in Boston, Dec. 11, it was voted to calla special meet- 
ing of the stockholders for Dec. 28, to vote on the question 
of consolidating with the company the Kansas City, St. 
Joseph & Council Bluffs and other controlled lines, and of 
authorizing an issue of additional stock as required by such 
consolidation. 

Work is being pushed on the second track between Bristol, 
Iil., and Leland, 20 miles, as fast as the weather will permit. 
Chis will give the company a double track from Chicago to 
Princeton, 106 miles. 

Chicago, St Paul, Minneapolis & Omaha,—Con- 
tinued reports of a consolidation of this company with the 
Chicago & Northwestern have been denied by officers of the 
company, who say that they are at least premature, and 
that no action has been takei:. 

At a meeting’of the board this week the following state- 
Inent was presented for the eight months from May 1 to 
Dec. 31, December earnings estimated : 

Net earnings... $506,808. | 22 

152,045.83 


$354,762.39 


ing 6 per cent. interest.............0....s000: 
In hand of State Treasurer of Wisconsin, trespass 
money due this company... 


500,000.00 


150,000.00 





Reis i lars asines Fe ROSE per es $1,004,762.29 
It was resolved to declare a dividend of 1% per cent. on the 
preferred stock for the eight months. 


P Cincinnati Southern.—The new lease prepared by the 
board of trustees proposes to lease the road for a period not 
exceeding 25 years, on the following terms: The rent shall 
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be pe of the gross receipts or earnings, made up quarterly, 
and graduated as follows: One per cent. thereof when they 
amount to the rate of $3,000 per mile or under per annum; 
5 per cent if they exceed $3,000 and are less than $4,000; 10 
per cent. if more than $4,000 and less than $5,000; 15 
per cent if more than $5,000 and less than %6,000; 21 per 
cent. if more than 86,000 and less than 87,000; 2219 per 
cent. if more than $7,000 and less than $8,000; 251¢ per 
sent if more than $8,000 and less than $9,000; 28 per cent. 
if more than $9,000 and less than $10,000, and 30 per cent. 
if more than $10,000—the road to be counted and rated as 
338 miles long. 

The Cincinnati Railway Company, which now operates 
the road, proposes to take the new lease, and to increase its 
capital stock from $2,000,000 to $5,000,C90, 


Cincinnati, Wabash & Michigan.—The Michigan 
Central Company has given notice that it will oppose the 
crossing of its tracks at Niles by the proposed northern ex- 
tension of this road. The opposition, it is understood, is 
mpsed apes a section of the original charter of the Michigan 

‘entral., 


Cleveland, Columbus, Cincinnati & Indianapolis.— 
This company bas decided to increase its equipment by 10 
heavy Mogul engines and 1,000 freight cars, and contracts 
will be let shortly. 


Denver & Rio Grande.—Onthe Leadville & Ten Mile 
Extension of this road track is now laid to Robinson, 15 miles 
from Leadville, Col., and regular trains will soon run to that 
point. 

Grading is progressing rapidly on the Silver Cliff line; 25 
miles are finished and the track is laid for 10 miles from 
Cafion City, Col. 

The San Juan Division is now open to Alta, Col., 19 miles 
west from the late terminus at Los Pinos, and 51 miles from 
the junction with the New Mexico Division at San Antonio, 

The New Mexico Division is now open for business to Em- 
buda, N, M., 28 miles beyond the late terminus at Servit- 
leta, and 73 miles from San Antonio. This line is to reach 
Santa Cruz, 28 miles further, this year. 

Trains on the Gunnison Branch now run to Poncho Springs, 
Col, six miles from the main line at South Arkansas. 

It is stated that the subscriptions for the new stock and 
bonds were nearly three times the amount offered. The 
allotments will be made in a few days. 


Kastern Junction, Broad Sound Pier & Point 
Shirley.—The Massachusetts Railroad Commissioners have 
granted a certificate to this new company and approved the 
route. The line is from a point on the Eastern thailroad in 
Revere, Mass., to Point Shirley, about tive miles, 


Kast Tennessee & Western North Carolina,— Work 
is now progressing steadily on this road. The 16 miles of 
old grade have been repaired and contracts let for nearly 
all the 16 miles of new work. Tracklaying has been begun 
and will be continued steadily as the grading progresses. 
The line of the road is from Johnson, Tenn., on the East 
Tennesee, Virginia & Georgia road, eastward to the Cran 
berry iron estate in North Carolina, a distance of 32 miles. 


Georgia Railroad Charters.—-The Atlanta Constitution 
says of the Georgia Legislature which has just adjourned: 

* The railroad acts of the recent Assembly were very im 
portant. Only three were passed, One was to charter the 
Atlanta & Alabama Railroad, with A. Austell, 8. M. Inman, 
E. P. Howell. W. P. Inman, Anthony Murphy, J. W. Evg- 
lish, EK, W. Marsh, and other prominent men as incorpora- 
tors. The bill provides for the construction of a road from 
Atlanta to some point on the Alabama line in the direction 
of the coal fields, and also prescribes that the capital stock 
of the company shall be $2,000,000, with the privilege of 
raising it to $5,000,000 iy shares of S100 each, So far as 
Atlanta is concerned this is the most important bill of the 
SeSSION, 

The bill to charter the Rome & Chattanooga Railroad 
provides for its management by J. W. Maddox, D. B. Ham 
ilton, H, M. Smith and others, and that its stock shall be of 
the value of $1C0a share, and that the total amount shall 
not exceed $1,500,000. As thisroad will connect Rome and | 
Chattanooga, it will become an important factor in the 
great railroad problem of the South and West. [It is possi 
ble that its construction will be begun at once and pushed to 
a speedy completion, as capital is already promised in 
amounts amply sufficient to secure the speedy success of the 
new road, 

“The Buena Vista Railroad also received a charter, and | 
will develop a country very much in need of a railroad, — Its 
incorporators are kf. W. Miller, 'T. L. Rogers, Edgar M, Butt, 
James M. Lowe, J. H. Dunham and other meu in whom the 
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in Knoxville, Tenn., Dec, 8, the following resolution was 
adopted : 
** Resolved, That the directcry be and they are hereby 
authorized to let the contract for the completion of the 
Knoxville & Ohio Railroad to the point of junction as soon 
as an agreement is entered into upon the part of the Louis- 
ville & Nashville Railroad Company, obligating themselves 
fe construct their Knoxville Branch to the Tennessee state 
ine, 

A resolution was also adopted authorizing the creation of 
a mortgage on the road to the amount of $1,300,000, for the 
purpose of raising funds to retire the present indebtedness, 
and provide the means for the new work. 


Louisville & Nashville.—The Chancery Court at Nash- 
ville, Tenn., upon a petition fiied by counsel for Robbins B. 
Smith, of New York, reciting all the facts in relation to the 
alleged violation of the injunction by this company in the 
issuance of the doubled stock, has made an order directing 
the;company to show cause on Dec. 27 why a writ of injunc- 
tion shall not be issued, or the defendant be otherwise pun- 
ished for violation of the injunction in manner set forth in 
the petition. ‘ 


Manhattan Elevated.—This company has extended 
what are known as the “commission ” hours in which the 
fare on its lines is five cents. Heretofore these have been 
from 5:30 to 7:30 a, m., and from 5 to 7 p. m.; under the 
new arrangement they are from 5:30 to 8:30 a, m., and 
from 4:30 to 7:30 p. m. This change has been made 
chiefly to relieve the pressure on the trains during those 
hours. 

Marietta & Cincinnati,—Receiver King makes the 
following statement for September and October : 

OMRON DOOUIIED 630. <6 vc0c0ces 0000090005 ecpennssecnen $282,027 

Octoher eT Si sss Skte Dap eaeeateke eaten peek Shaka 208 756 

nn ee NO eer ee a $580,783 

Septem ber disbursements. ...............00. 0. B281,030 
October ¢ " ; ‘ > : 

555,79 

Balance to November account. . a $24,984 

The disbursements exceeded the receipts by $983 in Sep- 
tember and by $23,996 in October. 


Memphis, Paducah & Northern.—A_ suit has been 
begun in the United States Circuit Court at Memphis, Tenn., 
by Abraham Karl Wertheim and others to foreclose the 
mortgage on this road, The bill alleges that the company 
has made default in interest, and that the trustees have re- 
fused to take any action, thereby compelling individual 
bondholders to protect their own rights, 


Missouri Pacific.—The Lexington & Southern Division 
has been extended from the late terminus at Harrisouville, 
Mo., on the Kansas & Arizona Division, north to Pleasant 
Hill on the main line, a distance of 10 miles, The work of 
extending this branch southward has also been pushed, and 
regular trains now run to Rich Hill, 12 miles southward 
from the late terminus at Butler, and track is laid to Nevada 
on the Missouri, Kansas & Texas, about 18 mi'es south of 
Rich Hill, and 68 miles from Pleasant Hill. This extension 
reaches the large coal district about Rich Hill, and can also 
be used as a short connection to Kansas City for the Missouri, 
Kansas & Texas. 


Nashville, Chattanooga & St. Louis.—A dispatch 
from Nashville, Tenn., Dec, 15, says: **An amended bill 
will be filed to-morrow im the United States Cireuit Court 
at Nashville in the case of the minority stockholders of the 
Nashville, Chattanooga & St. Louis Railroad Company 
against the Louisville & Nashville Railroad Company, charg- 
ing that the election of the acting board of directors 
was a nullity ; that the officers and agents of the Louis: 
ville & Nashville road, with Stevenson, Baldwin, Evans and 
Fogg, were combining and working to depress the stock and 
discredit the company; that the Louisville & Nashville, in 
violation of its charter, is operating the Nashville, Chatta- 
nooga & St. Louis for its own benefit, and praying for an in- 
junction to enjoin the Louisville & Nashville Company from 
operating the rond and from voting the stock it bought, and 
also praying for a receiver. Judge John Baxter and Judge 
Key will hear the case at Knoxville, on Tuesday, the 21st, 
inst.” 

Natchez, Jackson & Columbus,—The city of Natchez, 
Miss, bas voted to subscribe $225,000 in bonds in aid of the 


| completion of this road. 


New Bonds,——New issues of bonds placed upon the mar- 
ket are noted as follows : 
The Cincinnati Northern offers, through George Wm, Bal- 





public have confidence, The capital stock is limited to 
#500,000, at 8100 per share. [ts probable that the work of 
building the road will be begun at once.” | 

The line of the last-nained road is from Buena Vista in | 
Marion County to a point on the Southwestern rord, 


Hartford & Connecticut Valley.—At the annual 
meeting in Hartford, Conn., Dee, 14, the directors were au 
thorized to apply to the legislatures of Connecticut and 
Massachusetts for permission to extend the road on the west 
side of the Connecticut River to Holyoke, The cost of the 
new road will be about &800,000, and if is proposed to raise 
this by the issue of #490,000 new bonds and an equal 
amouut of stock, No action was taken on the question of 
converting Connecticut Valley bonds into stock of the new 
company. 


Havana, Rantoul & HKastern.—It is reported that 
this road has been sold to the Wabash, St. Louis & Pacific 
Company on terms not made public. tis said that the 
gauge will be at once changed from 28 feet to the standard | 
and that some other improvements will be made, The road | 
is 76 miles long, from West Lebanon, Ind., on the Wabash, | 
west to Leroy, Dl, and is chiefiy owned by persons living | 
along the line. 

IWinois Central.—This company’s statement for Novem 
ber gives the earnings for thaf month as follows ; 

1880 1879 Increase, Pe. | 
$557,131.00 $490,550.42 S66.600.58 15.6 
140,812.97 = 22.627.05 16.1 


ee ee 
In lowa (leased lines). 163,440,00 






Total .. ee eee $720,571.00 $631,345.39 $80,227 61 14.1) 


In November, 1880, the land sales were 2,441.71 acres for 
$13,814.71, and the cash vollected on land contracts was $19, 
584,43. 


International & Great Northern.—A_ dispatch from 
Palestine, Tex., Dec. 14, says: “A rumor prevailed in this 
city to-day to the effect that Jay Gould had purchased the 
International & Great Northern Railroad. This is denied 
by its President, R. §. Hayes, who says a contract bas been | 
made between the Missouri, Kansas & Texas and the Inter- | 
national & Great Northern, under which the former road | 
would connect_,with the latter at Georgetown, and from 
thence would use the International & Great Northern track | 
to San Antonio, from which point they would conjointly 
construct a road to Laredo,” 


Knoxville & Ohio,—At the adjourned annual meeting 


| 
| 





lon & Co., of New York and Boston, an issue of #1,000,006 
first- mortgage 6 per cent. bonds, having 40 years to run. 
The company is successor tothe Miami Valley Company, 
and owns a partly finished narrow-gauge line from Cincin- 
nati to Waynesville, 42 miles : a branch to Dayton is to be 
built also, 

New York & New England.—tThe track of this road 
is now Jaid to Danbury, Conn., 27 miles westward from the 
old terminus at Waterbury. Regular trains will soon run 
to the new terminus. Work is progressing steadily on the 
extension to Brewsters., 


New York, Pennsylvania & Ohio.—The following 
official statements made to the New York Stock. Pxchange 
on the admission of the prior-lien and first-mortgaye bonds 
to the lists may be of interest: 

The company’s total mortgage debt is as follows: 
Prior lien mortgage, payable in United States gold 

coin or sterling 5 
First mortgage, payable in United States gold coin 

or sterling . > y 
Second mortgage, payable in United States gold 

coin or sterling... ‘ 
Third mortgage, payable in United States gold coin 

or sterling - 


S8 000,000 
45,000,000 
14,500,000 


80,000,000 


Total.... ; isd $87,500,000 
Capital stock, common pee e ee 835,000,000 
Capital stock preferred 10,000,000 


45,000,000 


Total capitalization ‘ ee eee $12,500,060 
None of the stock has been issued to the public yet. It 
is non-voting beneficiary stock, the voting right being in- 
vested in voting trustees until the third-mortgage bond 


| holders receive 7 per cent. per annum during three years. 


The second-mertgage bonds mature May 1, 1910, and the 
rate of interest is 5 per cent, per annum, the first congas 
becoming due May 1, 1881, if the net earnings or rental of 
the road shall be suflicient to pay it, but the interest is non- 
cumulative. The third-mortgage bonds mature May 1, 
1915, and the rate of interest is 5 per cent., the first coupon 
becoming due May 1, 1881, if earned ; this interest also is 
non-cumulative. The second and third-mortgage bonds are 
included in the same mortgage. No right of action at law 


upon the bonds and coupons thereof, or of foreclosure, will 
accrue to the holders of these two classes of bonds, In the 
event of a surplus remaining, after paying interest on all the 
bonds of the company, and of 1 per cent, per annum divi 

dend on common and preferred stock, such surplus will be 
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applied in increasing the interest on second and third-mort- 
gage bonds in succession to 7 per cent. in casn, and there- 
after to 5 per cent. dividend on the preferred stock, 

The company was organized on March 24, 1830, having 
obtained by purchase all the property and franchises of 
the late Atlamic & Great Western Railroad Company, 
from purchasing trustees, who had bought the said_prop- 
erty and franchises at a foreclosure sale on Jan. 6, 
1880, The companys main line extends from SaJamanca, 
N. Y., a station on the New York, Lake Erie & Western 
Railroad, through the northwestern portion of the state 
of New York, and through the nortawestern portion of 
Pennsylvania, and crosses the state of Obio in a south- 
westerly direction to the city of Dayton. Its Franklin 
Branch extends from a point on the maio Jine near Mead- 
ville to Oil City, Pa., and its Silver Creek Branch from a 
point on the main line near Wadsworth, Ovio, to coal mines, 
146 mi cs distant from the junction with the main line. It 
op rates u ider lease from tue Cleveland & Maboning Valley 
ltuilway Company, its several lines of railroad, namely, 
the Cleveland & Mahoning Ruilroad, exteuding from 
Cleveluod tarough the city of Youngstown, to a point 
on the state l.ne, between the states of Pennsylvania and 
Ohio; the Niles & New Lisbon Railway’ which 
cxtends from Niles, a station on the Cleveland & 
Mahoning Raihoad, to New Lisbon, and the Liberty & 
Vienna Riilroad, which extends from Vienna Junction, a 
station on the Cleveland & Mahoning Railroad, to Vienna, 
all three branches being in Ohio, The company also leases 
the railroad ot the Westerman Iron Company, and the rail- 
road of the Sharon Railway, the two latter being in the state 
of Vennsylvanis. The total length of the lines owned by 
company is 423 miles; total length of iines leased, 183 miles; 
total length of road operated, 556 miles. 

‘Tbe main line and branche: belonging to the company were 
originally built of the exceptional gauge of 6 ft.. but on 
Juoe 2% last the main line was narrowed to the standard 
gauge of the country, 4 ft. 84¢in, The Franklin Branch 
was narrowed to the same gauge on Sept. 29 last. All the 
lives owned and lensed by the company are now of the 
standard gauge of the country, thus furnishing the means of 
a ready iaterchange of trattic with the numerous railroads 
which cross its line, a privilege which has vot existed since 
the road was built. There are 368 miles of track laid with 
steel rails, 


Oakdale.—Track is now laid on this narrow-gauge road 
from O ck lale Furnace, in Roane County, Tenn., westward 
to th» Cincinnati Southorn road near Hunonicult. Rogular 
traius are not running yet, as tag weathar bis prevented the 
bullisting of the track properly. The road is seven miles 
Jou s, aud has been built by the OakJale Farnace Company. 


Ohio & Mississippi ~The Receiver has completed, 
under sunction of the Court, the purchase of whatever rights 
in the yoad-bed of the Louievitle Branch may have been 
owned by the Liverpool, London & Globe In urance Com- 
pany as purchaser at foreclosure sale of the proverty of the 
the old Lodiana Southern Company. <A large part of the 
branch was graded by the old company many years ago. 
The price paid for the rigats of tho insurance company is 
&60,000, 


Pennsylvania.—Notice is. given that the first- mortgage 
coupon Londs, maturing Dee. 31 next, will be paid on that 
date at the Treasure:’s ottice in Pwoilade!phia, and interest 
will cease from that date. Holders are requested to present 
their oo sds to the ‘Treasuver a sufficient time before maturity 
to permic their examinurion befure payment. The amount 
o! these bonds outstanding by the last report was $4,970,000. 


Philadelphia & Erie.—Tbis company’s first-mortgace 
bon ts, 85,CV0,000 in amount, tall due on April 1. 1851. The 
mnagers Lave decided to pay off the bonds at maturity and 

i« provide the money by the sale of consolidated 5 per ceut. 
bouds, which, itis believed, can certainly be placed at par. 
The total amount ot the consolidated loan authorized is 
$20,000,000, of which 8,680,000 have heretofore been 
issucd. ‘The operation will secure a yearly saving of $50,000 
in interest. 


Philadelphia & Reading.—Thbe much-talked-of Harris 
report on the coal lands of the Coal & Iron Company has at 
lush been publ.shed, It is very long and elaborate. Mr. 
Harris refers in his opening to the fact th ut in 1876 Henry 
P.easant, the late Chief Eagine>r of the Company, made a 
cilculation of the coal contents of the company’s lands, 
which placed it at 4,476,000,000 tons. In July, 1879, Mr. 
Harris states that he evtimated that 1,1$9.000,000 tons 
could he shipped from the co.npany’s estate. Early in 1880 
the company’s engineers estimated tha contents at 
1,298,253,000, or a yield of 27 per cent, of the 
coal existing in the lands. In regard to _ the 
market value of the est ito, he says that it is impossible for 
such an estate to hive a market value. No purchaser could 
be found for so vast a property as a whole, and if it were 
broken up into tracts it would require a long period to dis 
pose uf it. Their true value, he holds, is undoubtedly a 
factor of the coal tonnage they can produce, but the relation 
between the two is not an easy one to find. In regard to the 
coal the estate can be made to yield, Mr. Harris says : 

“ The Labigh Region is estimated to pas; its maximum in 
thy nexs decade, and thence to decline steadily in shipments. 
‘Tae Wyoming Region is estimated to reach its maximum 
in about 20 years, and the Schuylkill Region in about 50 
years. The company’s estate should attain its greatest 
development about the same time, its largest anuual output 
being placed at about 13,360,000 tons, at which figure it will 
stand for about 30 vears, and from which it will fell off at 
about the same rae it rose, till 1990, after which time no 
estimate is made of the product of the estate. The estimate 
of the company’s tonnage is based on a careful ex- 
amination of its property, locating the proposed col.ieries 
where they will be best calculated to develop it economi- 
culy, aud arranging the dates of opening so that the cost 
of improvements shali not bear too heavily at any time, nor 
the tonuage ine eise more rapidly than a market can be 
found for it. This estimate was made independently by the 
company’s engineers, and.as it shows that their estate will 
ship a ge erally increasing percentage of the Schuylkill 
region, the two estimates may bs considered to fit well 
torether. Tunis development of the estate will be consid- 
ered as being as rapid as can probably be made, when we 
refi-ct that in tha years from 1871 to 1876, when ths com- 
pany’s credit was good, and when every nerve was strained 
to place the estate in-a position to mike large shipments, 
there was expended in opening new collieries and repairing 
old 0193 ths sam of $3,341,732.93, whils the expenditures 
on now collierias in the future must be made out of earaings, 
witoat increasing the capital account.” 


Mr. Harris reaches the conclusion that it would be unwise 
to expect any profit greater than 30 cents per ton for a term 
of years. Mr. Harris then estimates the actual value of 
Reading’s coal estate to be $30,668,525. He also suggests 
that th: company sh uld surrend:r tracts of land which 
are burdensome to carry, and endeavor to make 
better terms for those not so cumbersoms. He also 
advises that the company insist uvon a reduction of the in- 
terest on the purchase money balow 6 per cent. He thinks 
that the Reading Company need not fear rivals, owing to the 





track war £3 miles east of the late ter-ninus at Rio Mimbres, 
N. M., and 490 miles from Yuma. Work is progressing 


- 
fact that it will take many years to develop the lands, while 
in the meantime the company can develop other parts of the 





estate, ‘I'he mistake of the company, Mr, Hirris puts forth, 

has been in the attempt to monopolize anthracite. 

present policy shoul.t be to retain coal evough to last 100 
ears and surrender the remainder. In conclusion, Mr. 
airis advises the company to mine its own coal. 


Port Huron & Northwestern.—At a meeting held 
recently the stockholders of this company voted to amend 
the articles of association, so as to provide for extensions of 
tbe rvad from Marlette, Mich., to Bay City, and from Port 
Huron to Detroit. ; 


its first-mortgage bouds, this company will, on Jan, 1, pay 
2 per cent. on its income bonds trom tae earaings of the cir- 
rent year. 


Rochester & State Line.—In Rochester, N. Y., Dec. 
13, the New York Supreme Court granted a decree of fore- 
clo-ure against this road at the suit of tbe Union Trust Com- 
pany, Trustee, the defendant compavy having previously 
witudrawn its defence in the case. ‘the decree fixes the 
amount of the bonds at $2.160,00U, and the overdue interest 
at $151,200, muking $2,811,200 iuval. ‘he road is to be 
sold, with ail its appurtenances 10 one parcel, and Martin W. 
Covke is appointed Referee to make the sale, which 
is to be absolute ani without redemption, It 1s provided 
that the Trustee may buy the property in trust for tbe bond- 
holders. 


Nockingham, Mocksville & Southwestern.—As 
heretofore noted the line of ths projected road is from the 
Virginia state line southwest to Statesville, N. C., beingwest 
of the Piedmont and North Carolina roads and east of the 


completed, is expected to be chiefly coal, iron and tobacco. 
At the Virginia line connection wul be made with the Dan- 
ville & New River road, now under construction, and the 
track of that road will be used to Danville, Va. A section 
of 2. miles, from the state line to Madisou, N. C., will b> 
laced under contract at once, and work will be begun at once. 
t isexpected to finish the road to Leaksville, about 10 
miles, by April 1 next. For the purpose of building this 
tirst section of 20 miles the capital stock is $125,000, all of 
which is controlled by a party of New York capitalists rep- 
resented by Col. Thomas R. Sharp, Receiver of tbe Long 
Is!and road, Of this stock $20,000 nave been subscribed, 5 
per cent. paid in, and the necessary certificates filed with 
the Secretary of State of North Carolina. 


tion, and will start for New Yoik tomorrow morning to 
make a transfer of th: stock and definitely adjust all other 
matters conuected with the Iron Mountain Ruilroad trans- 
actions. Tho stock sold by Mr. Allen is nearly 40,000 shares, 
and the purchase money amounts to only a trifle less than 
$2,000,000. H. G. Marqu ind also disposes of 20,000 shares 
of the stock, about one-half bis mterest in the road, to Mr. 
Gould. Mr. Allen retains his interest in the funded securi- 
ties of the road; also his land along the line, and will remain 
President of the road until the next annual meeting of the 
company, early in March.” 

It does not appear that Mr. Gould has secured a control- 
ing interest (the capital stock is 227,912 sbares), and it is 
said by his representatives in New York that be only desires 
a sufficient interest to give him a representation in the board, 
his coief object being to secur: frieudly relations between 
tais compauy and the Missouri, Kansas & Texas, and to 
avoid a contest over the Texas business. 


St. Paul, Minneapolis & Manitoba.—In St. Paul, 
Dec. 15, the United States Circuit Court decided the suit of 
the Northern Pacific Company to prevent the Grand Forks, 
Fargo & Barnesville Branch of this road from crossing its 
tracks at Moorhead. ‘The order will be that the injunction 
be dissolved upon the execution of a writing by the respond- 


tralroad by aspur about 19 mileslong. ‘lwo routes are 


to be surveyed, 


Ottawa & Ovcilencal road from the Q1ebec government. 
It is now stated that an agreement has peen concluded with 





The | 


Port Royal & Augusta.—In addition to the interest on | 


Southeastern, of Canada,—It was reported and denied | 
recently that this company had leased the Quebec, Montreal, | 


Southern Pacific.—At latest reports the end of the | Goaseeticnt River 


steadily toward Ei Paso. 





| Texas & Pacific.—This road is now comple‘ed to Baird, 
Tex., 140: miles west of Ft. Worth and 393 miles from Tex- 
j}arkana. Regular trainsrun to Eastland, 105 miles from 


| Ft. Worth, but will soon go through to the new terminus. 


| 

Toledo, Cincinnati & St. Louis.—lt is said that con- 
| tracts are now being let for the grading of this road, wh.ch 
| is to be of 3 feet gauge and about 250 miles long, extending 
| the Toledo, Delphos & Burlington road trom Kokomo, Ind., 
| to East Sc. Lou.s. 


| Utica, Ithaca & Elmira.—This company is making 
arrangeime.ats to build u new trac« from Horseheads, N. Y , 
to Elmira, five miles, whore it now ruas on the Northern 
Central track. ‘he extension will be on the line of the 
| Chemung Canal. A oranci is also to b2 butt from Horse- 
| heads west to Corning, about 14 miles on the ise of an 
abandoned feeder of the canal. 





' 

| Washington City & Point Lookout.—It is reported 

| that parties with capitul hive beew induced to take up this 

| road, and that they will soon begin work on the jine from 

| Washington to Point Lockout, at the mou.b of tue Potomac. 
Part of the ruad was gradel several years ago, 


Welland Canal.—The St. Catharine (Oat.) Journa’, of 
Dec. 8, says: ** Wiliiam Page, Chief Enzineer of Public Works, 
Visited this section last week and gave imperat.ve orders to 
| prosecute to completion tbe untiaished porvions of the en- 
jlarged Wellana Canal wih all po-sible dispatch. Con- 
| tractors have been given to understand that no turiner delay 

will be tolerated. ‘he Engineer in charge of the Northern 


Blue Ridge Mountains. ‘fre northern end of the line is | Division, <a Monro, has beeu authorized by his chef 
about parallel to a large belt of coal lands extending across | to —— the work jn all cases where contractors 
Rockingham County, and the tonnage of the road, when | Prove derelict, and to have the canal in readiness tor 


| opening on July lnext, The work yet remuiing to ve done 
| on the waste-weirs, including bridges, valves, etc., will not 
bo let by contract—except ths 1ron-work, for whi h tenders 
have been asked from local firms—buc will be carried on 
under Mr. Mouro’s personal supervision. Three gangs of 
men will be employed on these weirs ; and the coniructors 
| for the iron-work will be obligated to deiiver not less than 
jtbree sets of vaives per week on and after the 15th 
inst. The contractor for th» gates, Mr. ‘Townsend, is 
making fair progress with bis work; bub will probably 
|be ordered to duplicate his m.cbinery and men, 
| 80 that 09 possibility of delay may occur. As to the un- 
finished work on Secs. 33 and 34, on the soutuern divi-ion, 
sitnilar imperative orders bave beeu given to Mr. ‘Thomp- 


| 
| 80n, the Resident Engineer, to bave everything in readine 8 ; 

St. Louis, Lron Mountain & Southern.—This company | and all work completed as provided for by existing contracts. q 
has begun suit to recover $128,000 from the Southern Express | Lu brief, 1t bas been decided upon by the Chief Engineer, 
Company, which did the express business over the road from | after consultation with his aids, that the canal must and 
1874 until June lJast, The complaint charges that the | snail be opened by July next.” 
Southern Express Company made false reports of the quan- | ‘ ‘ . ' " , 
tity of freight carried, thereby defrauding the railroad out | Western & Atlantic.—The late Legislature of Gecrgia 
of inoney justly due. passe da joins res ution to appoint a committe of five from 

A dispaica from St. Louis Dec, 13 says: “Mr. Thomas Allen, | te House and three from the Senate, to investigate and in- 
of the Iron Mountain Raiiroad, stated to-nizht that negotia- | a!re! No the own rebip and condition of the tease of the 
tions, have been pending between himself and Jay Gould for | Western & Auantic R silroad, ; 
several months, At first they were simp y for a harmony of | rhe motive for this res jiution was probably the report 
interest between the Iron Mountain and missouri, Kansas & | that the | Louisville & Nasbviile bad secured a controiing 
‘Texas roads, but within a few days a definite proposition bas | 4%erest in the lease. 
been made by Mr. Gould to purchase the wiole or partof! West Jersey.—The Philadelphia North American of 
Mr. Allen’s interest in toe lron Mountain Road, This propo-| Dec, 13 says: “Mr. George M. Dorrancs, tne loss aud 
sition is still open, and the probabilities are that it will be | damage agent of the Pennsylvania Railroad C.mpany, has 
closed to-morrow, and that Mr, Allen will then transfer the | made rapid progress toward compromising the c.aims on the 
whole of bis stock to Mr. Gould. ‘The amount of this stock, | West Jersey Rulroad Compa y growing out of the accident 
or the sum to be p vid for it, Mr. Allen declined to state. | at May’s Landing on July 17 List. So far $59,890 has been 
Should toa SA.e be effected Mr. Allen will retire from the | paid, waich has sufficed to meet vil the cxpenses of medical 
road by the first of March, and to use b's own language, he | treatment and burial services and to satisty the claims aris- 
will devote himself to statesmanship and polities, his Con- | ing from eighteen deaths aud injuries to twenty-two persons. 
gressional term beginning on the 4th of March.” The largest «mount paid to any one person was $5,000 to 
: A later dispatch, from St. Lous Dec. 14, says: ‘*Mr.| Thomas E. Grace for the loss of two daughters, and the 4 
Thomas Allen this afternoon accepted Jay Gvuld’s proposi-| $2.50 paid in this case was the maximum paid for avy : 


death. The greatest sum paid in comprowising an injury 
was to a boy who lost bis bearinz, and was maimed for life, 
so as to Inse the use of his arms entirely. He received 
$3.750. The first claim paid was that of John Chrystal, 
whose wife and child were killed. He accepted $1,300. 
Some of the claims were insignificant. The father who 
accepted $5,000 for the loss of his daushters asked #20,000 
at first.” 

Wheeling & Connellsville.—A plan is being agitated 
for building a railroad froin Wheeling, W. Va., to Connells- 
ville, Pa., about 609 mites, The obj ct is to secure a direct 
connection from Wheeling to the coke region around Con- 
nellsviile. 


ANNUAL REPORTS, 


The following is an index to the reports of companies 
which have been reviewed in previous numbers of this vol- 
ume of the Railroud Gazette : 

Page. 
Alaboma Gre t Southern 4:7 
|} Allegheny Valley...... a 4 
Atchison, Topeka & Santi 

Atlanta & Charlotte Air Line... 
Atlanta & West Point - 
| Atlantic, Miss, & Ohio . 364 





Page. 
Little Miami (P,, C. & St. L.).... 213 
Long Iisiand...... 5 70 








Louisville, C.n. «& Lex,.....479, 508 
Louisville & Nashville..838, 417, 55) 
Mine Central,........ --+ 202 
Manhattan cocces (OS 












ents to the complainants, with sureties to be approved by a | Atiantic’& North Carolina ... M irletta & Cincinnuti...... 04 
Judge of said Courtin tae sum of $5.00), conditional that | Baltimore & Obto... «22.6. Massachuset.s Minor Ra lroads 594 
Tre lents ll pav alld ag ic! av be rarded Baltimore & Potomac Mass. KR. R. CO mmission ... .. 45 
the respondents will pay all ¢ umages which may be awarded | poston & Alvany.... .--.---.08, Memphis & Charleston......... C3! 
or adjudged in favor of the complaivants by reason of the | Boston, Concord & Montreal... Mchiyan Central —. 244, 60 
construction of the respond_nt’s line of railroad across that | Boston & Lowell Michigan Minor Railroads...... 50 
of complainants | B ston & - . > Stal ate 3s at Lake Sa a, * USCEF LL. 5. uae 
i £ 8. | Hosto, awn. Y. Aw Line neapolis & sos .. 452,417 

. . : . Boston & Providence... Mississ'pp! & Tennessee ....... 664 
Salamanca, Bradford & Allegheny River.—This | 3)st0 1, Rev. Beac 1 Lynn, Miss Url, Kuusas & Tons... .. Sd 
company has filed articles of incorporation in New York to | Bar DA vag pids & x» co ais yuri Pac fe Siseeaca ta as 
ni Slang - S oan aan * i“ a | Bur. & Mo. Kiver in Nebraska, 5) Mobile « G rard..............66. B 4: 
build a railroad frim Salimanea, s u ih by erst, to the | Burlington & Northwestern...:8 Mobile& Monigonmery rp 
Pennsylvania state line, a distance of about 13 miles. [tb | Ganden « Atlantic Mobile & Ohlo.... . ...+0++ 6,49 
will point toward Bradforl, Pa., tha object probably being | ao i pg a nid in Vulle pee grag « Woils Rives.... , i 
¥ y Pera F : a | Cape Fear & tadkin Vulley... MOPrin & ESROK cc ccccoces oo S43 

to extend the Rocnester & State Lina roal to that p ot. | Carolina Central....... Bie Nasbua & Lowell....  ......se0: $64 
x : t feorgia. Por Nastiville, C a. & St. L Bf 
Shrewsbury.—It is proposed to connect the village of | sence pe ear Sareea." nenretnel hatta Lege ! yo a7 
Shrewsbury in York County, Pa., with the Northara Con- | Central’ P ieive =e New _amoshir’ Minor R'rowus 64 
v 


entral Vermont .. peuve xe Now Jersey winor Rallro ds... 52% 
charlotte. C1, x Augusta..... 1 N. ¥., Lane Brie x West. .6, 12, C43 
‘hartiers (P., C. & St. L.) oe MS NH. Y.,N. H, & Martiord....:... 3% 

hesapea e+ Del. Canal.... . 326 k & New En zland.,..... 664 
hesapeake & Ohio ... . 96, . 98 . 

hesapeake & Ohio Canil -. 019 
‘thicago & Alton ... 136, 156 
thi, Burlington & Quincy. 1UY, 176 
*hi., Cl nt,, Dub., & Minn........17% 









Northe istern (S. C.).......---+- + 84 
Northern Centr 1.... ove 125 
Northern (New Fampshire).... 206 










PPT TT i clcleloleloleieleiaicieisic 


PortLind & Ogdensb oe ces © 
Prince Edward island... ° 168 








the government for an interchange of freight and pass :-ngars | Chicago « East. Mlinols sig 603 Northern Paciiic.... ..... .... 688 ‘ 
so as to facilitate through traffic. The connection at Mon- | wey de "444, 440 Sve A keaaoen ae “3 
treal is to be made by the ice bridge railway in winter, and | Chicazo & Pacitic .........+..6- WO OUD COIONY..... ceceesseccsee, 632 
by a large steamer capable of ferrying cars across in sum. | ey yo gets Pac... vos SOL or gu Ry x Nay. Co ate 
> Cen eine ie ; ran re “ ul. & West Michigan ...... ac. fe Ma e cocesecnce Mae 
mer. The agreement 1s understood to be for nine years, Un | Cin., Hamilton & Dayton... Paducah x Elizabetht »wn..... 233 
less the government should sell its road before the time ex-| Gin) Ind,St.L.& Chi 7. °....552 Panama..........ssesesseseeseees 22 
pires, oan Lae a7 Gee ‘ ey v7 Prd peaae —— Kalizond. .- Law, +34 
3 « : < Jin. & Mus. Va >,.C & St. ) 2h: ,ennsylvania & New York. ... 1£% 
Southern Nevada.—This company has filed articles of | Cin2innati Southern rae 1244 Peasacola & Perdido....... sted 28 
incorporation to build a uarrow gauza road from Lad.ia, | Cleve., Col., Cin, & Inc 151,158 Philadelphia & Reading..... .. { 
! 3 ’ 4 4 ‘ . ] Fe , we Re 2 
Nev., on the Nevada Central, six miles from Austin. to | Cleve’ Tas Val& Wheeling |. lee Pitts; Chie & St Louie nc. 21d 
Geautenitie, a distance of 70 miles. Tha capital stock is Col., Chic. & Ind. Cent. (P..(. |. Pitts.. Fort Wayne a ‘hicago .. 3523 
ed at $700,000, and a sutfisieat amount has been sud- | _& St. Ln)... ..- ee eeeeeeeeeeees 13 Pittsburgh & take Erie........ 0 
ry , = Col. & Hocking Valley.......... 214 Pitts, Titusville & Buffal........ 3.0 
scribed to begin work at once. Columbus & Toledo......-...... 3.4 Pitts., Wh. & Ky. (P.,C. &St. L.)28} 
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Conn. & Passumpsic Rivers....505 Providence & Worcester....... 388 















Consoiidation Coa! Cv se... 124 Pullman P. Car Co........ 516 
Cumbcriand Valley..........+++ 152 Quincy, Mo. & Pacific........... 162 
Dayton & Southeastern ....... 7 Raleigh & Gaston....... en 

eee ... 56 Richmond & Dan bass. sen BO 
Delaware & Bound Brook..... 812 Richmond & Petersburg...177, 664 
Delaware & Hudson Canal. 96,178 hichmond, York River & Ches, 643 
Del. & Hud. Can Leased Lines 178 Rome, W’town, & Ogdensburg. 11 
Del., Lack. & Western.......... TD Bete. once voces cececcccccevece 436 
Del: ware Western...... .. 75 St. Louis Bridge Co........... +. 35] 
Denver & Rio Grande St. Louis, Lron Mt. & Southern, 177 
} etroit, Grand Haven & Milt St. Louis & San Francisco...... £93 
Detroit, Lan. & No... Sc. Louis, Van, & Terre Haute,, 06 
Easteri........ , St. Paul & Duluth...... pooecesée 404 





East Line & Red Riv St. Paul, Minn. & Man 











Fast Tenn., Va ia .. Seabourd & Roanoke... 280 
Evansville & Terre Haute. South Carolina..... .... .. 214, 280 
EOE eccs cvcacece + socedes South Carvlina Railroads...... 4° 
Flot & Pre Marquette .... 70 8 utheru Pacific............. + 476 
Gaiv.. Houston & Henderson... °5 Suss@.........-.+- ove 
Georgia R. R. & Ban: ing Co.... 206 Tearas & Pacific ‘ 
Georgia R. R. Commission..... 241 Troy & Boston .... «, « ss.+06 W 
Grand Rap ds & Indiana....... 374 Troy & Greenfield,.... . . 417 
Grand Truwk...............-261, (69 Union Pacine ...... ... coeecees 151 
Great Western fens 69 Utica & Black River. cover 4 4 
Hanni'al & St. Joseph......... 162 Vermont & Canada... 





Vermont Valley.. 5 


Han. Junc., Han. & Gettysburg ? ° 
o 4 33 Vicxsburg & Meridian. . 


$1 
Housatoniec.... 2 








Houston & ‘Texas Central 364 Wabash, St. L. & Pacifi vin) 
Huntingdon & Broad toy ... 6 West Chester & Phila.. 15 
Illinois Central.... Be ls 123 Western. of Alabama.. 29% 
Indianapolis, Bloom, & West.. 552 Western Maryland nm « 6B8L 
Ind., Vccatur & Sprongfield.... £68 Western North Carolina..,.... 155 
Intercolonial.. Ss ..... 152 Western R. RK. Association .... 46 
Kan, City, Fort Scott & Gulf...:73 Western Union Telegraph, .... 5:0 
Kan. City, St. Jo. & C. Biutts... -26 West Jersey.... sakensrccseces GN 
Kentucky Central............... 210 Wilmington. Col. & Augusta... 1 38 
Kuoxville & Ohio........++ ..6.0 Wilmington & Weldon,........ Wo 
L ke Erie & Western. i44 Wisconsin Central..... ........ SL% 
La«e Shore & Mich, South..252,2 3 Wisconsin Vulley..... .. ......+ 
Leigh Coal & Nav. Cu. .... lv: Worcester & Nashua............ 2% 
Lehigh Valley.......0+ sesccccers 137 


Erie & Western. 


New York, Lak 


The whole report to the stockholders is now published. 

We have heretofore given statements of the traffic and the 
gross and net earnings, with comparisons with previous 
years, 
” 'Phe road worked was increased during the vear by the 
lease of the Lo. kport & Buffalo Railroad, from Lockport to 
Tonawanda, which was worked throughout the year, and 
tis Baff do, Soushwestern Riilroid, frou Buffalo to James- 
town, 68.4 miles, which was worked the last two moaths of 
the vear. Thismakes an average of 952.5 miles of road 
worked during the vear, and 1,009.5 at the end of the year. 
The latter is just ten miles less than the miceage worked by 
the New Yo:k Central. 

The number of cers employed by the company at the end 
of the last two fiscal years have been : 


1880. 1879. Inc. or Dec. P c. 
Passenger-train Cars..........+6 449 436 I. is 63.0 
ee REE Orr 21,530 18.290 I. 3,240 17.6 
Service cars........ ae 312 424 D 112 26.0 


Of the freigit cars 9,+74 were leased at the end of the last 
fiscal vear and 6,272 at its beginning, so that the stock 
owned decreased in tbe year from 12,018 to 11,655, indicat- 
ing that 362 cars worn out were not replaced. 

Compared with the previous year, there is a decrease of 1 
pay car, 1 milk, 19 box stock, 18 slat stock, 6 oil tank, 58 
8 wheel coal, 285 4-wheel coal, 1 8-wheel caboose, and 182 
gravel cars, and an increas’ of 6 second-class and emigrant, 
4 baggage. mail and express, 2,710 box freight, 87 flat, 278 
gondola, 551 gondola dump, 4 4-wheel caboose, and 3 der- 
rick and too} cars. 

Of the whole number tise following were leased at the 
close of the last two years: 

From— 1880. 1879. 

New Yerk Car Trust...... 5,199 box freight. 4,501 wox freight. 

- we te - 300 gondolas. 169 gondolas. 

2 9 box treight. 

389 gondolas. 

3U locomotives. 
( 520 box freight. 
| ?85 stock. 


New Yorx Car Trust No 2. 


oo 


800 box freight. 
401 stock. 


ae Cras 750 gondolas. 400 goudolas. 
Other owners............-. { 120 ‘Lavies el coal. 
| 2 cabuose. 
6 locomotives, 
Total cars leased.......... 9,874 6,272 


The locomotive stock, which was 504 at the beginning of 
the year,had been increased to 528, besides 11 acquired by the 
lease of the Buffalo & Southwestern Railroad. This, bhow- 
ever, dves not represent the whole improvement of tae mo- 
tive power. The number of new locomotives added was 41, 
17 taking the place of condemned old engiues, which were 
doubtless among the most inefficient on the road. Of the 
new locomotives, 80 are Iceascd from the New York Car 
Trust, with provision for purchase, as is the case with all the 
cars leased trom this trust, and with most of the others, and 
$621,010 was paid on them during the year. ‘lbe contracts 
tnat have been made for equipment require aggregate pay- 
ments of about $5,100,000 in monthly, quarterly and semi- 
annual installments, and about #950,000 will fall due during 
the current fiscal year. 4 

The property is represented by: 


Common stock ($145,441 per mile owned)..........+.. $77,087,800 
Preferred stock ($153.900 =a sh ven 00 &, 156,725 
Funded debt ($126,743 * © . pedddeved woven 7,173,745 
LOANS ONG DUS PATA. 0000500 000 -erverwsenstesaete 200,000 

Total ($287,951 per mile owned)............ .+.- $152,614,270 


Last year the assessments had not been all paid on Erie 
shares and not half of them exchanged for New York, Lake 
Erie & Western shares, 

The capital stock of the Erie Company was $78,000,000 
of common, and $3,536,000 of preterrel, and provision was 
made for issuing an equal amount of the stocks of its suc- 
cessor. Assessinents iave been paid onthe amounts given 
above as common and preferred stock, by which it appears 
that on $916,2C0 of the common stcck and $379,275 of the 
preferred, the assessments weie not paid within the time 
prescribed by the plan of reorganization. Some holders of 
this stock have brougbt suit to compel the company to ex- 
change the shares notwithstanding this failure. The report 
says: ‘* The board have no means of forming any opinion as 
to what the result of such suits may be.” 

The assessments produced a sum of $8,415,822.75, which 
has all been applied to improvements. 

Tbe changes of the funded debt during the year are retire- 
ment of the old Erie 7 per cent. fourth-mortgage bonds for 
$2,937,000, which matured Oct. 1, 1880, by an equal amount 
ol 5 per cent. bonds having 40 years to 1un, which saves 
$58,740 in the yearly interest charge; the purchase of 
$24,000 of the second-mortgage bonds, as a matter of con- 
venience; tbe issue of income bonds for $508,008.75 for 
assessments on shares; and an addition ot $11,235 to the 
firs: consolidated funded ccupon bonds for tue coupons of 
®50,000 of the first consolidated bouds that assented to the 
an of reorganization, leaving $193,000 of these bonds that 

ave not assented, 

Iwo weeks ago (page 643) our abstract of the report gave 
the earnings from tbe leading sources and the total of work- 
ing expenses. ‘Lhese gross earnings and expenses were : 





1879-80. 1878-79. Increase. P.c. 
E wnings. ,... $18,603.108.86 $15,942,022,.58 $2,751.086.28 17.3 
Espenses.... 11.643,925.35  11.174,608.95 469,226.40 4.2 
Net carn... $7,049,183.51 $4,767,323.63 $2,281,850.88 47; 





The full report gives the above worki expenses under 
five heads, m4 folie : a 





1879-80. 1878-79. Inc. or Dec. P.c. 
Conducting 
transpor- 
seer -. $5,109,979.90  $4,623,862.92 I. $486,116.98 10.5 
otive 
power... 3,291,141.43 3,213,384,27 1. 77,757.16 2.4 
Mainten- 
ance of 
a Se 1,938,715,41 2,158,931.46 D. 220,216.05 10.2 
Mainten- 
ance of 
cars... .. 831,135.29 784,913.30 L 76,221.99 9.7 
General ex- 4 
penses... 442,953.32 393,607.00 I. 49,346.32 12.5 
Total ... $11,643,925.55 $11,174,698.95 IL. $460,226.40 4.2 


Maintenance expenses asa whole, therefore, were slightly 
less than the previous year, notwitastanding the greut 
advance in the price of iron, extending over the whole year. 

The details of the above gross earnings other than those 
from passengers and freight were: 





1879-80. 1878-79. Increase. P.c. 

Express........... . $338,867.15 $521,033.98 $17.803.17 5.0 
nC ctekies.Ds oxhanhs 163,771.38 162,569 24 1,202.14 7 
BUOMM.. 5 cece ccoe = MaReIUe 25,511.57 1,8°843 7.3 
Miscelianeous......... 033.82 80,483.05 8,350.77 10.6 
, Seeger $619,042.85 $580,507.04 $20,444.51 5.0 


The earnings and expenses of the properties not included 
under the head of the railroad, and the income from which 
is given inthe report as * from other sources” and added to 
net earnings, are as follows: 


Earnings. - 


Lds8vu, 
Pavonia fer- 
ries.... ....$285,651 43 
Pavonia horse 
railroad .... 23,469.46 
Pavonia horse 
railroad, in- 
terest on 
a” 
Baggage ex- 
PreeB.... ... 
W ee hawken 
docks .... .. 
Gravd Opera- 
House... .. 
Unclaimed 
baggage and 
froight 
Brovklyn An- 
MGMe.cce cece 
Buffalo eleva- 
aes 78,453.48 
Blake’s docks 
(Buffalo)... 
Interest on se- 
curities..... 
Sterling  ex- 
change ..... 
Gold premium 
Adjustment 
ot interest 
on funded 
debt prior 
to Oct. 1, 
Se 
Countersign- 
ing bonds .. 
Lonion office 
expenses ... 
Commissions 
and ex- 
penses for 
exteudmg 
bonds....... 
Taxes ........ 
Expenses 
chaigeable 
to previous 








— —-—-Expenses. ——~— 
1879, 1880, Is70. 


$237,357.51 $216,318.40 
20,745.40 21,118.36 


$314,757.51 
20,802.11 


10,237.50 
61,455.42 


57,730.73 


73,944.90 


70,051.17 
51,559.49 
54,226 46 


54,720,92 
9,217.29 19,724.37 


seeewes es 25,987.07 


1,956.28 
18,367.92 


2,570.47 


2,488.40 


basen, 4,794.66 


3,798.68 
23,281.2¢ 


36,274.74 
58,343.47 


2,096.95 
237,417.06 
407.06 


4,790.25 





17,799.50 


3,458.75 


18,816.23: 
12,641.21 


147,400.00 
C6, 869,52 


109,524.04 
6,104.51 


78,910.52 
$413.312.53 $772,185.54 $590,258.61 
All the above earnings and nearly all the expenses are in- 
cident to the conduct of the business of the company, and 
should be included in its gross earnings and expenses in order 
to ascertain the net income yielded by the whole property 
worked. ‘The charges for extending loans might bave been 
charged to capital, as they really effect the rate of interes: 
on the loan, just as much as @ premium on bonds sold would. 
Including ali these receipts onal expenses with tbe gross earn- 
ings and expenses given above, we have: 


8,480.8!) 





Totals.... $783,056.65 








1879-80. 1878 -79. Increase. P. ¢, 
Gross earn- 
ings.... .. $19,477.065.51 $16,355.335.11 $3,121,730.40 19.1 
Expeuses... 12,416,108.89  11,764,057.56 651,151.53 5.6 
Net earn- 
See $ 7,060,956.62 $ 4,590,377.55 $2,470,579.07 53.8 


The chief changes in the income of the adjuncts to the rail- 
roads named above, are a protit of $49,833 trom the Pavonia 
ferries, instead of a loss of $77,400, due chiefly to a reduction 
of nearly one-third in the expenses; an income from the 
Grand Opera House, where there was none before; an income 
from the new Buffalo elevator, opened during the year, and 
considerable receipts from securities owned by the company, 
previously not profitable, 

The disposition of the net income given above is shown 
below. 


1879. 
$4,590,377.55 


Inc. or Dec, 


Ine. $2,470,579.07 


P.c. 
53.8 


1880. 
Net earn- 
ings. ....$7,060,956.62 
Interest; 
O funded 





debt ....$3,963,872.69 $2,047,712 89 Inc. $1,916,159.80 3.5 
On Long 

Dock 

bonds... . 210,000.00 nn cede neounie, saneet 
OnWeehaw- 

kendocks 64,543.24 COGIRE se... cv veces 
Guaranteed 

on bonds 

not the 

company’s 131,928.05 137.000.00 Dec. 1,071.95 0.8 
On louus.... 20,015.67 47,978.85 Dee. 18,965.18 Sa, 
On mortga- 

ges, etc. 22,797.88 14,418.57 Ine. 8,570.31 58.1 
On equip- 

ment..... 148,284.07 65,892.95 Ine. 82,301.12 125.0 
Rentals of 

leas’d lines 699,084.31 734.049.64 Inc. 14,965.33 2.3 
Total nay- 

Ments..$5,270,335.91 $3.208,405,.14 $1.971.929.77 59.8 





Sarplus..$1,790,620.71 $1,201,071.41 $498,049.30 38.6 


This latter is the stockholders’ income, aud in accordance 
witb the plen of reorganization, it, with the balance of the 
receipts from assessments, was expended in improving their 

roperty. 
7 The expenditures for construction, shown by the increase 
of the charges to the principal heads in the balance sheet, 
amounted to #2,717,487.33. 

The principal items on which these expenditures weie 


made is given as followsin the Gcneral Maregcr’s report: 














ME NUN <8 on 5s nhadogh 4sntnese'e.ae REPO asd -denons $35.152.43 
Second track... ....... . A . §33 236.97 
Sidings and third track. - 275,152 59 
SOON. un0.0> f0500 thle sdueastekededce” Obbinceces Tenses . 16,734.18 
Engine houses, machine shops, etc........ 62... 6. 6... 80,234.32 
Shop machinery....... . censbueeviotieeskesta xan 689. 
Stations, warehouseg, docks, etc.............. .6. cee ee 331,754.60 
Ds ii vsck iby saehuke 0 ave thht hak’ anders 23,545. 
ET bsnsin< coeshbenepe> hMbes) ons. can: Snenwere’ 6,981.1 
Installments to Car Trust and otbers............ ...... 621,010.56 
Oe CUNNING. = Zi 6055550800000 -0s 00 PE Serre: TF 
Narrow-gauging equipment..... .............. askenaies 58,079.91 
ST Pe er ee 78,041.39 
Improvements of leased branehes........ ........4..+ 72 541.05 


‘Le expenditures on corsti uction account during the past 
two years bave amounted to $5.551,602, of which $3,092,- 
079 was obtained from the assessments on the shares, and 
the balance from net earnings. 

The General Mavager, Mr. Robert Harris, says in his re- 

rt: 

“ The grading for second track on tke Buffalo Division 
has been completed, except for three miles near Portage 
Bridge, and the track laid, and all but 23 mies of second 
track 0) that division is now in use. 

‘* The change in the line at Portage for a distance of three 
miles, whereby the ascending grade westward will be re- 
duced from 58 ft. per mile to 32 ft. per mile, will be made 
early next season. By this improvement, and those that 
have been made in the line the past year, locomotives will 
be able to haul ever the Buffalo Division one-third more 
loaded cars than formerly. 

* The outer rail bas been removed between East Buffalo 
aud Suspension Bricge. 2814 miles, and b.tween Susque- 
hanra aud Carbondale, 8614 wiles. 

* From Hornellsville to Dunkii k (128 miles) and from Car- 
rollton to Buttsville (25 miles) the track was oarrowed to 
standard gauge on June 22, simu taneousty with the com- 
pletion of the third railof the New York, Pennsylvania & 
Ohio Railroad from Salamanca to Leavittsburg, and the nar- 
rowing of the rest of that road vo a standard gauze, thus 
completing a uniform standard gauge route to the West by 
way of Salamarea. 

“There are at the end of the year: 438 miles of road with 
three rails, of which 404 miles ars double track and 84 mi‘es 
single track; 260.5 miles of road, broad gauge only, and 811 
miles of road standard gange only. ‘Total length of road, 
including branches and leased roads, 1,009.5 miles. 

“The out r rail will bs» removed between Hornellsville 
and Buffalo by the early spring, and’ the track between 
Corning and Rochester and Attica wil be narrowed to 
standard gauge, and a third rail laid between Lackiwaxen 
and Honesdale. and Greycourt and Newburg, when the 
remaining eight-wheel broad-gauge cars will be brought to 
a standard gauge, by which we siall avoid the delay and 
loss consequent upon different gauges cf cars, 

“The full aavantages of the change of gauze of the road 
will not be realized until the locomotives are all brought to 
standard gauge and the third rail removed. 

* Thirty-six and a half miles of new side tracks have been 
laid in the year. 

“The track and bridges are being steadily improved. Be- 
tween Jersey City and Buffalo only 35 miles of track, and 
between Honesdale and Dunkirk 29 miles are of iron rails. 

“Three thousand four bundred and thirty lineal ft. 
worden bridges wore replaced withiron, * * * ad 

“The gratifying resuits of the year’s business could not 
have been reached without the very considerable improve- 
ments to the property that have been already made, 

* Additional terminal facilities are essential to the more 
economical handling of our present business, and to provide 
for that which is pressing upon us. 

“The river frontage owne.l by the company at Wechaw- 
ken should be fully developed, and very considerable addi- 
tions should be made to our tracts and yards at BulPalo, 

“The present sh ps at Hornellsville— which being old and 
of wood are of littl: values, and locited whore taey greatly 
interfere with the proper arrangement of the yard—should 
be torn down, and new shops, suitable for the needs of that 
important point, should be erected upon ground which has 
been acquired for that purpose, and the yards should be re- 
arranged and enlarged. 

“At Port Jervis better shop facilities are very much 
needed, and should be made at the earli¢st moment prac- 
ticable, 

“A third track should be laid at intervals so that freight 
trains can run with regularity and promptness, and at the 
same time be kept out of the way of passenger trains, 

“Very considerable addition to the number of passenger 
cars must be made to enable us to properly take care of the 
present passenger business and to increase it. 

* Our locomotives and freight aud coal car equipment are 
being pushed to the utmost, and to meet even the present de- 
mands liberal additions should be provided at once. - Such 
of the broad-gauge locomotives as are worth narrowing 
should be brought to the standard gauge as fast as practica- 
ble, so asto get rid of the expense consequent upon the 
double gauge. As many as 100 locomotives should be nar- 
rowed this year. The cost of narrowing is about %3,500 per 
locomotive. 

‘* With these and other improvements of less importance, 
like favorable results as those which have followed the im- 
provements already made may be confidently expecte1.” 

Under the bead of * Tratiic Arrangements,” President 
Jewett says: 

“The beneficial results which were expected from the ar- 
rangement between the trunk lines tor a division of the 
we -t-bound traffic, which was referred to at some leugth in 
the report of last year,have been largely realized. Rites have 
been more scrupulously observed than for a Jong time past. 
‘The system of arbitration is also working satisfactorily, and 
has been found to be a v\luoble means of settling disputed 
points, which must necessarily arise where so many roads 
are competing for the same busivess. The prospects for a 
continuance of the friendly relations between the roads were 
never better, and there promises to be a supply of business 
which will keep them all taxed to their full capacity.” 


Wilmington & Weldon, 


This company ownes a line from Weldon, N. C., south- 
ward to Wilmington, 161.25 miles, with a branch from 
Rocky Mount to Tarboro, 17.75 miles, making 179 miles in 
all. The 45tb annual report is for the year ending Sept. 30, 
1880, 

The car equipment ccnsists of 19. passenger, 3% parlor. 2 
postal, 8 baggage, mail end express cars, 221 box, und 129 
platform cars, 1 pay, and 20 gravel cars. 

The general account 1s as follows: 

Stock (38,145 per mile). vase 
Bonds ($9,045 per mile) . = 
Current a-counis avd balances..... 
ProGt aud loss ; : 


$1,456.200,00 
- 1,6:9,100.00 
49,791.70 
385,784.31 


A cies tae tesa hae .. $3,508,876.01 
Road and equipment ($/8,659 per 
RRS berate oat --- $3,310,°C5.50 
8'ovks owned ese - 12.9.0 00 
Bills and accounts receivable. 64,175.09 
OBER... ccvsccovscees dxneseeesuen 90,576.73 


3,508,876 01 





6 per cent, 
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bonds: $221,400 sterling 7 

gold 7 per cent. bonds, 

$106,850, or $597 per mile. 
‘Train mileage for the year was as follows : 


r cent. bonds, and $749,000 
he yearly interest charge is 


1879-80, 1878-79. Inc. or Dec. P.c. 
PASSODE?. .... sooo v'vie'ed 216,253 = =250.303 D. 34,050 13.6 
Freight seas n0eebeakie 192,259 184,216 J. 8,043 4.4 
Service and switching. . 55, O82 71,088 D, 15,106 21.3 
Bote oe sc ebitetd 464,404 505,607 PD. 41,113 8&1 

Cost of locomotive ser- 
vice per mile......... 13.67 cts, 11.05cts. Lo 2.62 cts, 25.8 


There was an increase of 1,646 in number of through 
passengers and of 11,216 in that of local passengers. Both 
through and local freight traffic also showed a very consider- 
able gain. 

The earnings for the year were as follows : 


1879-80. 1878-79. Increase. P. c. 
cee ee eee eS178,251.94 $157,232.28 $21,019.66 13.4 
Jeackekes 365,506.20 302,855.97 62,650.33 20.7 
59,417.05 45,869.52 15,547.51 20.5 


staan $603,175.27 $595,957.77 $97,217.50 19.2 
i<ogute 381,477.07 316,544.57 64,052.50 20.5 
. $221,698.20 $189,413.20 $32,285.00 17.0 
Gross earn. per mile. 8,369.69 2,826.5 543.11 19.2 
Net ' * 1,256.54 1,058.17 180.37 17.0 
Per cent. of exp's.... 63.24 62.40 oS. epee 

In addition the sum of $22,355.19 was expended on new 
shops, and $10,417.93 on anew iron bridge. Deducting 
these amounts, a balance of $188,925.17 is left. Included in 
expenses were $18,439.03 for stone culverts, iron bridge, 
wharf extension, etc,, really improvements of road, 

‘The income account was as follows: 


Passage.... 
Freight 
Mail, express, ete.... 





Total 
Expenses 





Net earnings... 





Balance: Gh ds Bee 0 ccd evecare ote stow 
Rarnings £0f GRO. FOOP......-<rreceampeseds codecssocbere 
Tnterest, Mind. Meee, GC... cadet petachebesbanciseceetos 
TOA] .cccrcccccccrcdesed 09 ¢sed eOSERRese se rces se 
Working GRPOMOES, 055500600 ccdscasencetes $381,477.07 
New shops and iron bridge.......... ....+ 32,773,053 
Bmserass MONE .v..cacaccess devsees cosesst-eo 105,801.18 
Dividend, 3 per GNI a ciis <ovudesiscpentvdes 43,569.00 
| era Pare tye ee” 1,509.01 


565,129,209 





Balance, cash and receivables, Oct. ‘1, 1880.... $154,752.42 


During the year 1,501 tons steel rails, 64,493 ties and 201,- 
625 feet of trestle timber were used in renewals. There are 
now 50!9 miles of steel track, Seven miles of old chair rails 
remain, which are to be renewed during the current year. 
The work of filling in trestles, renewing bridges, etc., has 
been continued. Two wooden bridges need renewing with 
iron. Krom 50 to 100 more freight cars are much wanted. 

\ new round-house is being built in Wilmington, and new 
paint shop and wood-machiue shops have been nearly 
tinished. 

The road is in good condition and crops along the line have 
been very good. More business could be done if there had 
been cars to doit. It is te. gre to build several lumber 
branches, using old rails and temporary structures, which 
will increase the lumber business, The report says : 

* With a view to reduce expenses and to stop rebating and 
cutting rates, an arrangement has been made between the 
Atlantic Coast Line, the Richmond & Danville and the Sea 
board Air Line to have one General Freight Agent and one 
General Passenger Agent in common for these systems of 
road. * 3% 

* The sterling debt of £120,740—or $648,700—bearing 6 
ver cent. interest, falls due next July. Arrangements will 
rave to be made to meet it. With the high credit of the 
company there will be no difficulty in placing their first 
mortgage bonds to pay it—it can probably be done at a di- 
minished rate of interest.” 


Cairo & St. Louis. 


This road extends from Cairo, LiL, to East Carondelet, 
146.5 miles, and its trains use the East St. Louis & Caronde- 
let track to East St. Louis, 5 miles. It is of 3 feet gauge. It 
is worked by a Receiver in a suit for foreclosure of mort- 
gage, and his latest report is for 1879. 

The equipment consists of 16 engines; 7 passeager, 4 com- 
bination and 3 baggage, mail and express cars; 80 box, 2 
fruit, 2 stock, 113 flat, 225 coal and 10 caboose cars; 10 con- 
struction, 1 tool, and 58 hand and push cars. 

The trattic for the year was as follows: 


Train mileage: 187). 1878. Ine, or Dee. P.c. 
-assenger Poe ahaa 131,737 132,356 D. 619 0.5 
Freight 183,207 151,800 1. SLAL7T = 20.6 
pi ee 12,968 24,160 D. 11,201 46.3 


ontlee - 327,012 






Total... 308415 I. 19.497 6. 
Car mileage: 
Pass. train cars........ $20,769 SL7,93L 1. 2,838 0.9 
Freight cars ......-... 2,311,486 1,758,472 J. 553/014 31.4 
Passengers carried.... 70,316 WA82 VD. Re 
Passenger mileage.,.... 1,751,346 1,704,048 [. 47,208 2.8 
Tons freight carried... 141,130 109,817 1. 31,313 28.5 
Tonnage m leage...... 8,281,786 5,107,120 [. 3,174,657 62.2 
Av. train load: 
Passengers, No. ... ... 13.30 12.87 I. 0.43 3.5 
Frei ht, tons. 55.70 55.49 1 O21 0.4 
Av. receipt: 
Per train mile........ 86.00 cts, 81.60 cts. 1. 4.40 cts. 5.4 
Per train mile, net.....15.50 “ 7.70“ l. 7.80 ** 101.3 
Per pass, per mile. ... 3.73 “ 3.65 “ l. 0.08 ** 2.2 
Per ton per mile....... 2.28 “ 3.06“ D. 6.78 * 25.5 





Of the tons carried 63,339 were coal). Of the freight car 
mileage 38.2 per cent. was of empty cars. Freight trains 
earned 108.2 cents, and passenger trains 49.6 cents per 
mile. 

The earnings for the year were as follows : 












1879. 18738. Ine. or Dee. P.c. 

Passengers ........0e 5,352.95 $62,178,561, $3,174.39 5.1 
General freight... 7. 148276038 121;788.61 LC 26,552.42 21.8 
Coal PRRs 40,797.48 34313461 6,484.02 18.9 
Moll. ob. ....... cs 16,432.13 13673.67 L 2,758.46 20.1 
yd! | ee . $270,858.59 $251.889.30 I. $58,969.20 16.8 
Expenses... . 221'941.32 ~209/938:32 I, “12,003.00 5.7 
Net Earnings... $48,917.27 $21,950.98 I. $26,966.29 122.8 
Other expenditures,, 81,554.41 31,863.20D 310.88 1.0 








Net profit....... $17,362.86 


Deficit. .....<.csae“sdeentwanes $9,914.31 ........ Oa Cahied « 
Gross earn, per mile. 1,848.86 1,582.86 IL. 266.00 16.8 
Net % *:. 333.90 149.84 I, 184.06 122.8 
Per cent. of exps..... 81.93 90.53 D. 8.60 ..... 


At the close of the year the Receiver had $133,634 certi- 

os outstanding and current liabilities of $33,250. The 
teceiver says: 

“In the report for last year the undersigned indicated the 
probable necessity of expenditures or indeb 
account. Daring the past year the following transactions 
have been consummated with the approval of the Court : 

“1. The depot grounds at East St 


tedness on capital 


Louis have been pur- 
chased for a sum of $41,000, and Receiver’s certificates have 
been issued in payment. These lands were originally pur- 


price, and the present arrangement is believed to be in every 
respect judicious, while it was a necessity if the railroad 
would retain ‘its terminal facilities. An expenditure, large, 
but unavoidable, is being incurred for the improvement of 
there grounds, 

“2. All matters in dispute with the trustees of the Cairo 

trust property have been happily adjusted by an issue of 
Receiver’s certificatcs for $15,000, This arrangement will 
relieve the undertaking from many of its difficulties as 
to access into the city of Cairo, which has heretofore 
been more or less interrupted at certain seasons by overflow. 
“3. The six locomotives leased from Baldwin Locomo- 
tive Works have been purchased for $21,000. To pay the 
cost and for interest and rental due from the Receiver, cer- 
tificates for $25,197.91 wereissued. It is a matter for con- 
gratulation that this trade was closed before the large ad- 
vance in prices. 
“4. The cars leased from the late Mr. B. Sewall, of 
Boston, were purchased from him just before his death, 
for $19,000, and certificates for $20,486.10 were issued to 
my the cost thereof, and interest and rental due from the 
Leceiver. 

“5. One locomotive, leased from Dawson & Bailey, has 
been purchased for $2,100, 

** 6. Some amounts have been borrowed for current neces- 
sities under the first authority for $25,000.” 

In addition, the Receiver has bought since the close of the 
year 8 locomotives, 34 flat and 186 coal cars, and has made 
an important traffic contract with the Carbondale.Coal & 
Coke Company, which has brought much new business to 
the road. 


Wilmington, Columbia & Augusta. 


This road extends from Wilmington, N. C., to Columbia, 
8. C,, 189 miles. It was sold under foreclosure last year and a 
new company organized by the bondholders, who bought the 
property. ‘The first report of the present company covers 
the year ending Sept. 40, 1880. 

The car equipment consists of 11 passenger, 1 parlor, 4 
postal and 2 baggage, mail and express cars: 218 box and 
109 platform cars, 

The general account is as follows: 

Stoek ($5,079 per mile) 

Bonds ($8,466 per mile) a eand. sas 
Floating debt, current accounts and for steel rails. . 
Profit and loss sas ; ‘dpe 


$960,000.00 
1,600,000 .00 
112,315.06 
154,410.72 
0 beeb. cc veep Fate 
$2,566,831 .97 
26,194.71 
89,902.51 
154, 096.59 
—-——— 2,826,725.78 
By the last report previous to reorganization the stock 
was $300,009, bonded debt $4,360,000, and floating debt 
$826,000. By the foreclosure and reorganization every- 
thing subordinate to the first mortgage was extinguished, 
and holders of first-mortgage bonds received 50 per cent. of 
their holdings in new bonds and 30 per cent. in new stock 
The capital account is now very light. 
No comparison of earnings and expenses can be made, as 
in the previous year, under the receivership, all the surplus 
earnings were applied to improvements and everything 
charged to expenses. The earnings last year were as 
follows: 
Passage 
Freight....... année Psahigks enue ee 
Mail and express. ee Laden se eek alan 
Mivcellaneous nt 


Total ae : 

Road and property ($15,527 per mile) 
Stocks owned 

Accounts and balances receivable 
Cash... 





$547,446.04 
. 402,022.62 


Total ($2,896.54 per mi’e).. ers as 
Expenses (73.40 per cent.)....... seeveewes 
Net earnings ($769.44 per mile).... os wie mae $145,423.42 

There appears in the receipts to the creditof minor sources 
the sum of $60,410.53, which amount was received from the 
Northeastern and Cheraw & Darlington railroads, for work 
done for those roads in the shops at Florence. This amount is 
also charged in the operating expenses of the road, thereby 
making them appear that much larger than they really are. 
The income account includes all the transactions attending 
the reorganization ; it is as follows : 
Earnings forthe year ° ‘ $547,446.04 
Interest received........ Tiwana" She's ce thee aah 489.70 
Car mileage, balance....... 5,046.99 
Receiver’s cash and accounts.... 51,450.61 
Floating debt 112,315.06 
New stock..... 960.000 .00 
New bonds..... . 1,600,000,00 

coc eeee eee, 276,748.40 
$402,022.62 

48,000.00 


Total 
Expenses of road 
Coupons paid 


Stocks transferred by receiver..... .... 26,104.71 
Construction account, cost of property 

to present Company. “Pi .. » +2,555,418,97 
Land account 


1,113.00 
—-— 2.032.759.3830 
Balance, cash and receivables at close of year.. $243,099.10 
During the year 501 tons of steel rails were laid, making 
57 miles of steel now in the track. There were 54,294 new 
ties and 764,802 feet of lumber used in renewals. The work 
of filling trestles has been continued; also that of reducing 
grades, which is now complete except at the Wateree River 
crossing, and the new line at the Pedee River. A new 
track is needed between the bridges at Wilmington. 
Two new engines and 18 flat cars have been added to 
equipment, and more cars are very much needed. Locomo- 
tive mileage was as follows: 


Passenger ciah 4eab banen’s 166,685 
ncccsedous tees s 205,597 
Ns. <.. 6s soap ecevesteeusncushpasness 24,269 

/ Sarit nal tata eee mba walw ins . 396,541 
Cost of locomotive service per mile run........... - oes 14.25 cts, 


There were 17,027 through and 38,757 local passengers 
carried, a total of 55,784, of whom 27,518, or very nearly 
half, were second-class passengers. 

An improvement is expected from increased crops on the 
line, the growth of the lumber business and improved connec- 
tions. Several lumber branches, temporary in their nature 
and laid with old rails are being built. 

The report says that the road-bed and the track, with the 
exception of 21 miles of old chair rail, will compare favor- 
ably wirt any in the South, and to relay this an additional 
1,000 tons of steel rails should be purchased at the earliest 
possible time. If the money on hand, with the net earnings 
until June, 1881, be applied to renewal of the track, furnish- 
ing additional cars and building two new warehouses, the 
rebuilding and equipment of the road would be complete, 
and the operating expenses permanently reduced, and there 





stop rebating and cutting rates, an arrangement has been 
made between the Atlantic 





for these systems of road,” 





! 
chased by the railroad company at a very much higher 


Yoast Line, the Richmond & | was opened for traffic. 
Danville and the Seaboard Air Line to have one General | larger than was anticipated, and will doubtless constantly 
Freight Agent and one General Passenger Agent in common | increase. 


New York, Providence & Boston. 


This company owns a line from Providence, R. 1., to Gro- 
ton, Conn., 6214 miles, and also the Warwick Branch, 8% 
miles, making 71% miles. The Warwick Branch was worked 
for only three months of the fiscal year, which is that end- 
ing Sept. 30, 1880, 

The company also works under agreement the Pawtuxet 
Valley and the Pontiac Branch roads, short branches, but 
their earnings are not included in the general statement. It 
owns a controlling interest in the Providence & Stonington 
Steamship Company, whose lines run between Stonington, 
Previdence and New York. 

The stock and bonds are as follows: 





Stock ($42,032 per mile). .................6 eeeeeeeccese + -Gd,000,000 
Bonds, 7 per cent., due in 1899 ($14,011 per mile)....... 1,000,000 
Ws cos aati od ott id ca bet phawet ie th etiaix nine $4,000,000 


The assets outside of the road and equipment 
lows : 


are as fol 


Stock in Providence & Stonington Steamship Co.... $804,900 
Stock in branch lines. . editndine teehee abas ° idee 42,000 
Two ferry-boats and ferry slips at New London ....... 250,000 
i da eieerw ote a oun) aSiempaege> ... $1,096,900 

The equipment consists of 27 locomotives, 31 passenger 


and 13 baggage cars and 12 baggage crates for steamboat 
train; 130 box and 120 flat cars: 16 gravel cars. 


The traffic for the year was as follows: 
1878-79. 


Train mileage: Inc. or Dec. P, c. 
: 1 





Passenger...... ....... 371,472 326,716 1. 44,756 13.7 
aS 164,012 L 19,587 11.9 
Other . 99,174 96.372 I. 2,802 2.9 
ee er y 587,100 I. 67,145 11.4 
Passengers carried..... 692,603 I. 167,240 24.1 
Passenger mileage... .. 22,167,232 19.377,410 IL. 2,789,822 14.4 
Tons freight carried... 503,096 307,865 D. 44,769 1.5 
Tonnage mileage......11,290,326 11,467,971 D. 177,645 1.5 
Av. train load: 
Passengers, No.... 59.67 59.31 I, O36 0.6 
Freight, tons. 61.49 69.93 D. 8.44 12.1 
Av. receipt: 
Per pass. per mile 1.89 cts. L.S7 cts. L 0.02 et. 1.1 
Per ton per mile ........ 3.05 maa" % 0.34" 12.5 


Of the passengers carried 263,260 were through, 105,746 
local and 154,505 commuters, The average rate per pas- 
senger per mile, excluding commuters, was 2.03 cents; in- 
cluding all, 1.89cents. There was an increase in all classes 
of passenger business. The tonnage of through freight was 
194,743 tons, a decrease of 17 per cent.; local, 108,353 tons, 
an increase of 32.6 per cent. 

The earnings for the year were as follows: 

1879-80. 
..$419,300.41 
.. 344,444.73 


1878-79. Ine or Dec. P.c. 
$363,204, $56,095.94 15 
$10,775.7 33,069 .00 


Passengers. 
Freight 


a I 








Mails, etc... 25,935.82 26,131 D. 195.47 
Total road 
earnings ...$789,680.96 $700,111.49 I. $8,569.47 12.8 


Dividends, Prov. 
& Ston. Steam- 


ship Go 64,39" .00 84,514.50 D. 20,122.50 23.8 
Total.. ......$854.072.96 $784,625.99 $69.446.97 8.9 
Expenses.... . 504,976.83 39,007 .58 8.4 


I. 
465,969.25 1. 
I. 


Net earn . -$849,096.13 $318,656.74 30,439.39 9.6 


Road earn. per 

mile... $0 12,201.50 11,201.78 I. 999.7: 8.9 
Net earn. per mile 5,393 .94 5,098.51 I. 205.45 5.8 
Per cent, of exps 63.95 66.57 D. 2.8% 





The report says : ‘‘Deducting in both years the revenue 
derived from dividends of the Providence & Stonington 
Steamship Company, the increase in net earnings would be 
$50,562, or about 21 per cent., although there has been no 
diminution in the fierce competition, and, with trifling ex- 
ceptions, the rates, both for passenger and freight, have been 
as low as ever. 

** The ordinary expenses, necessarily larger than last year, 
have not increased in the same ratio as the receipts, though 
an unusually large umount of work has been done in the 
way of repairs and betterments. The item of fuel alone is 
larger by nearly $10,000; $40,000 have heen expended in 
new engines, cars, and permanent improvements ; 1,000 tons 
of steel rails have been laid ; 58,699 new ties have been put 
in. Bridges, depots and station-houses have received the 
necessary attention, and are in good condition.” 

The income account was as follows : 

Balance from last report. 
Earnings, as above sear ot 
Karnivgs Pawtuxet Valley R. 
Bills payable... : 


oc © $50.203.68 

pias’ malt 854,072.96 
vacee o 39,106.35 
151,000.00 


nw 


ete ... $1,094,382.99 
$504,976.83 
. 240,000.00 


Total ‘ ‘ 
Expenses, as above.... 
Dividends, 8 per cent 
Interest. . Leer ee 79,037.47 
Extension road bonds paid........... ... 60,000.00 
R. I. Central purchase and construction. 51,556.28 
Profit and loss, Warwick R. R. Co.. : 2,665.96 
Construction account, Harbor Junction... 48,545 43 
| Pontiac Branch R. R........... 3,414.79 
Pawtuxet Valley R. R., 
counts 





various ac- 
48,968.75 


1,029,153.51 











29.48 


Cash b ance tonew account cose 


The report says: “ The loss of the Narragansett, of the 
Stonington Line, in June last, not only prevented the Steam- 
ship Company from paying its usual dividend in July, but 
caused a virtual suspension of the through passenger busi- 
ness via Stonington for nearly a month, oan when it was 
resumed by the substitution of a much inferior boat, the 
falling off in travel caused thereby involved a large loss of 
revenue, which it 1s impossible to compute. 

“Tt is understood that the Narragansett, after being 
burned and sunk, has been raised and is being rebuilt, and 
will resume her place on the line before the winter months, 
in better shape than ever before. 

** The extensions of the Pawtuxet Valley road to Pontiac. 
and the Pontiac Branch road, both of which were alluded 
to in the last report, were completed, and opened for traftic 
Jan. 1 last, and have since been operated by this company. 
The business of the line between Providence and Hope has 
been fairly remunerative, and a lease of the above roads for 
a number of years will probably be taken. 

‘Partly for the better accommodation of the coal traffic 
on this line, and partly for the development of the very valu- 
able shore property owned by this company, a large and 
commodious wharf is being constructed at the so-called 
| Harbor Junction, in Providence, which, it is believed, will 
| prove a good investment in the immediate future. 
| ‘The Rhode Island Central Railroad, better known as the 








is no reason after that time why it should not pay regular | Warwick & Oakland Beach Railroad, having been sold under 
dividends on its stock. [A dividend has lately been declared.] | foreclosure, was offered to us at a price but little greater 
The report says: ‘‘ With a view to reduce expenses and to | than the value of the rails, and it was deemed judicious to 


| purchase it, which was done in June last, and on July 1 it 
The travel during the summer was 


It is believed that it will prove a valuable feeder 
to the main line,” 








